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MODERN 


Equipment for shipping 


MODERN 


Facilities for transshipping 


The Heavy Duty Railroad 


















N modern marketing everything hinges upon delivery of goods. A demand 
created for goods not obtainable is an economic waste. Certainty of 


delivery is imperative. 


That is why so many shippers of merchandise—whether it be apples 
or tractors—to the great Northwestern Empire served by the Soo Line 


route their freight in care of the Soo Line. 


Experience has shown these shippers that Soo Line service may be 
depended upon. That merchandise shipped via the Soo Line reaches its 


destination on time. And in tip-top shape. 


For more than forty years the Soo Line has been rendering this 
service. If you have never shipped via the Soo Line, try us out. You will 


profit by the experiment. 
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Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. ‘ 

Keep the government out of business, This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission, 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 


batt ited nih 





WORK OF THE TRAFFIC CLUBS 


HE convention of the Associated Traffic Clubs of 

America at St. Paul last week was the medium for 
some worth-while expressions by leaders in thought on 
national transportation problems. Perhaps the most im- 
portant of these was the discussion by Professor How- 
ard Kidd, of the University of Pittsburgh, on the regula- 
tion of intercoastal commerce. Seldom or never, so far as 
we know, regardless of what one’s opinions as to the 
speaker’s conclusions may be, has the subject been pre- 
sented with such coherence and clearness and so entirely 
Without any suspicion of bias or self interest. This ad- 
dress, with others presented at the convention, was pub- 
lished in full in last week’s Traffic World. 

Of course, as would be expected from any deep and 
unbiased student of the subject, Professor Kidd advo- 
cated regulation of intercoastal rates. That is not so 
remarkable today, when many who formerly held up 
their hands in horror at any such suggestion, including 
many steamship men themselves, are now more or less 
favorable to such a possibility, if only for the salvation 
of the intercoastal steamship operators themselves, in 
their apparent inability to stabilize rates and conduct 
their business at a profit. But Professor Kidd goes far- 
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ther than most of these gentlemen, advocating not merely 
regulation, but regulation by the Interstate Commerce 
Commission, the same body that regulates rail rates. His 
reasons, it seems to us, are logical and conclusive. They 
are much the same that we have been setting forth for 
years in our advocacy of regulation of intercoastal steam- 
ship rates. 

It is a source of great satisfaction to us that senti- 
ment has at last come around to our position in general 
and that it seems likely that Congress will enact legisla- 
tion for regulation by the U. S. Shipping Board. This 
is a step in the right direction and, as Professor Kidd 
remarks, is to be welcomed on the theory that half a 
loaf is better than no bread. But, the principle of reg- 
ulation of this business once established, we shall not 
be satisfied until it comes to be recognized that there 
can be no regulation worthy of the name, no coordina- 
tion of regulation, until all agencies of transport compet- 
ing with each other are regulated by one and the same 
body. If we are not to adopt such a plan, then, as 
Professor Kidd says, our national transportation policy 
must be restated. To have one kind of transport reg- 
ulated by one body and another competing kind by an- 
other body is not only to fall short of logical and co- 
ordinated regulation, but, indeed, to set up competition 
in regulation. From the point of view of coordination 
of transportation agencies—which is avowedly the goal 
that most students of transportation are trying to reach 
—regulation of rail rates by the Interstate Commerce 
Commission and of competing intercoastal steamship 
rates by the Shipping Board would not get us far. But, 
so far as it goes, we are in favor of the proposed legis- 
lation giving the Shipping Board jurisdiction, both in 
the interest of the steamship business itself and in the 
interest of establishing the principle that, if one kind of 
transport is regulated, a competing kind must also be 
regulated. 

Another valuable paper was presented at the con- 
vention by C. E. Childe, of Omaha, chairman of the high- 
way transport committee of the National Industrial 
Traffic League. He did not speak for the League nor for 
all shippers, but his viewpoint was, of course, that of a 
shipper and, for that reason, allowances must be made 
for possible bias, though we think his discussion showed 
careful research and an endeavor to be fair. His con- 
clusion was that the commercial motor vehicle was not 
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generally undertaxed for its use of the roads and his as- 
sembling of figures to support his view was formidable. 
He may be right or he may be wrong but, even within 
his own figures, it is evident that the scheme of “tax- 
ation” of motor vehicles is not uniform and, if it is cor- 
rect in one locality, it is wrong in another. Certainly, 
there is much room for the scientific determination of 
the principles that should govern in fixing the amounts 
the motor vehicles should pay, and then in applying 
those principles uniformly, both to state and to inter- 
state traffic. 

Mr. Childe did not go into the subject of regulation, 
which is a question quite apart from that of taxation, 
though closely related to it in a consideration of equaliza- 
tion of conditions of competition between two kinds of 
transport, except to suggest that the railroads, instead 
of trying to restrict the use of highways by others for 
commercial purposes, should use the highways them- 
selves. To us, that seems like begging the question. Per- 
haps the railroads ought to use the highways more ex- 
tensively than they do and, perhaps, their policy is un- 
wise; but the problem still confronts us of one kind of 
transport being regulated and a competing kind not 
regulated. It is no solution of that problem to say that 
those engaged in the regulated kind ought to get more 
extensively into the unregulated kind. Perhaps they 
ought and perhaps they ought not, but, whether they do 
or not, we must still have a vast amount of the reg- 
ulated kind left, and that part of it would still be the 
victim of unfair competition. 


The address of Governor LaFollette, of Wisconsin, at 
the dinner, was not intended as a discourse on transpor- 
tation and, therefore, contributed little to the enlighten- 
ment of the public from that point of view, however val- 
uable it may have been as an entertainment feature or 
as instructive in other respects. Only one reference was 
made by him to transportation questions, except as the 
depressed condition of the railroad industry was a part 
of the general business depression. That was in poking 
fun at the Reconstruction Finance Corporation and its 
loans to railroads. “What the railroads need,” he roared, 
“is not loans, but traffic.” And the assembled crowd— 
which seemed to be persuaded by the magnetic presence 
of the young man and the way in which he waved his 
arms and announced that he was talking “straight from 
the shoulder” that he was really saying something— 
applauded vigorously, just as most crowds applaud the 
utterance of platitudes. Of course, what the railroads 
need is traffic, but that does not mean that they do not 
need loans while they are not getting the traffic; of 
course, what your friend, out of a job and with hungry 
mouths at home to feed and no money to buy food, needs 
is a job, but it would be mighty poor comfort for him if, 


when he asked you to lend him five dollars, you pounded | 


the table and said: “What you need, my friend, is not 
a loan, but a job.” Truly, “oratory” is a fine art. 


The association is to be commended for its educa- 
tional work and its effort to raise money for this pur- 
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pose by the sale of individual sustaining memberships is 
worthy of support. Its endeavors to build up something 
like a transportation research bureau for the unbiased 
and scientific determination of facts deserve success. It 
is making a fine contribution to sane consideration of 
transportation problems and is to be congratulated that 
its membership and enthusiasm is showing no diminution 
even in these times of depression. Long may it prosper 
and function. The value of the work it is doing ought to 
be more apparent than ever now, in these times of busi- 
ness depression, when it is becoming increasingly diffi- 
cult to hold a good job without knowing much. Men 
nowadays must be worthy of their hire. Traffic men, 
as men in other professions, must not only work hard, 
but be intelligent and well informed in their field. Those 
interested in informing themselves as to the problems in 
transportation and those interested in the equipment of 
men who work for them, ought to be sympathetic with 
the thing this association is trying to do for persons en- 
gaged in transportation work, as well as for the public. 


DISTRIBUTION OF PERISHABLES 


A proposal that the transcontinental railroads initiate re- 
forms in the present methods of distributing perishable fruits 
and vegetables was made this week by Donald D. Conn, formerly 
of the American Railway Association, now managing director of 
the California Vineyardists’ Association and Fruit Industries, 
Ltd. His recommendations were contained in a comprehen- 
sive five-year report, constituting a self-analysis of the $300,- 
000,000 California grape industry, delivered at a directors’ meet- 
ing of the Vineyardists’ Association in San Francisco. Copies 
of the report were also submitted to railroad heads throughout 
the nation and to officials of the American Railway Association. 

While praising the carriers for their present high standard 
of service, Mr. Conn described the present method of distribut- 
ing perishables, including 30,000 to 40,000 cars of fresh grapes 
sold outside of California annually, as “a picture of utter con- 
fusion,” which he said could be remedied in large part if the 
railroads would take action. 

His principal proposals to the railroads were that perish- 
able car diversion privileges between points of origin and 
destination should be limited to three; that the carriers require 
prepaid freight on fruit shipments of less than U. S. No. 1 
quality in order to keep low grade products off the market; and 
that certificates of inspection be required in bills of lading on 
grapes. 

Mr. Conn has reached the conclusion that the level of freight 
rates is only a secondary consideration with the perishable 
industry, and that the primary need of the growers is not for 
reduced rates, but for the maintenance of the present efficient 
service. He pointed out that reduced rates in the past have 
benefited neither producer nor consumer, but have gone to the 
speculative buyer and helped create market gluts. 

He suggested that the best interests of not only the pro- 
ducers, shippers, dealers, and consumers, but of the railroads 
themselves, would be served by such transportation restrictions 
as would help keep low quality perishables off the rails and 
avoid the flooding of markets. The railroads would be bene- 
fited, he said, by preventing much of the present huge deficits 
in unpaid freight bills. 

Mr. Conn admitted that a long-standing precedent in the 
transportation industry might prohibit the railroads from pre- 
suming to regulate the distribution of an industry’s products, 
but asserted that there was no definite line of demarcation be- 
tween measures for the single benefit of either the carrier or 
the producer. Accordingly he took the position that the rail- 
roads might take any steps within their legal provinces that 
were definitely in the interests of both. 

Describing the marketing problem of -grapes, California’s 
largest perishable fruit industry, Mr. Conn said: 


It would be too much to expect profitable prices under the present 
system of distribution, regardless of actual demand. When a carload 
of wine grapes passes eastbound over the high Sierra, it has no friend 
—its sale is subject to uncontrolled distribution and to a buyers’ 
market only. Actually, the present system is one of the most uncer- 
tain and costly guessing games in the United States. 

The grower by chance may obtain a profit, but the odds are over- 





























































































































PAGE 980 


whelmingly against him when he attempts to distribute this highly 
perishable product in refrigerator cars under the present conditions. 


In addition to his proposals for action by the carriers, 
Mr. Conn’s report recommended, on the basis of five years’ 
experience, the following general measures: (1) establishment 
of “ticker” wired F. O. B. auctions as a uniform marketing 
method for fresh grapes, opening offices in all important mar- 
kets and selling cars by brands or grades even before the 
bill of lading is given to the railroad in California; (2) drastic 
reduction in the number of grape shippers from over 400 at 
present to not more than 25; (3) strict federal regulation of 
fruit and vegetable auctions, like the present control of stock- 
yards and grain exchanges; (4) exemption of domestic agricul- 
tural dealers, buyers and manufacturers from anti-trust laws to 
encourage shippers and manufacturers to combine for the benefit 
of agriculture; (5) limitation on the planting of new crops with 
a moratorium on the opening of new farm areas such as that 
created by Boulder Dam; (6) national “commodity” advertis- 
ing and trade promotion by unified agricultural industries; (7) 
protection of farmers from unscrupulous ‘cash buyers’ by 
enacting into Federal law the present California dealer’s 
license act, which makes it a felony to fail to pay farmers for 
their products within a given time; and (8) amendment of the 
Agricultural Marketing Act to give the Federal Farm Board 
more power to protect its loans and execute the policies declared 
in the act, should the government continue the policy of loan- 
ing public fands to agriculture. 

Mr. Conn, while with the American Railway Association, 
between 1923 and 1927, originated and organized the regional 
advisory boards, which now have some 27,000 members. He 
also created the grape car plan. Previously he was chief of the 
transportation division of the Joint Congressional Commission 
of Agricultural Inquiry in 1920-21. In 1927 he was “drafted” 
to join the ailing grape industry. 

Highlights quoted from Mr. Conn’s report include: 


Present Rates Warranted.—This report does not advocate a reduc- 
tion in freight charges. The extent to which freight rates may or may 
not be reasonable depends more upon the ability of an industry to con- 
trol its internal affairs of supply and distribution than upon any other 
single factor. In my study of this problem, freight rates are either 
reasonable or unreasonable, dependent upon the cost of the service 
rendered and what the traffic will bear. 

The more important consideration at the present time is the main- 
tenance of efficient and adequate transportation service, now threatened 
by the low earnings of the railroads. It has not been shown in the 
hearings before the Interstate Commerce Commission that freight 
rates on perishables generally are unreasonably high. 

When, and if distribution and supply of fresh fruit can be cen- 
tralized and controjled, the resultant orderly marketing will bring 
growers profitable returns at the present level of freight rates. 

It is probable that even a drastic reduction in freight charges 
would not result in improved returns to the growers, as long as present 
disorganized control of fresh marketing continues. More likely would 
it result in passing the reduction in freight charges on to the specu- 
lative buyer. It is even doubtful whether the consumer would receive 
a reduced price for the product unless and until the distribution at 
markets is more efficiently conducted. 

If shippers can once embrace a large percentage of the total 
tonnage of various fruits and vegetables under a centralized distribu- 
tion control, where market walues can be measured in the light of 
supply offered currently—in that event a reduction in freight charges 
would unquestionably become a direct benefit to the producer. There 
is nothing to be gained by reducing the revenues of the carrier, unless 
it can be shown that the grower or consumer will receive the benefit. 

It is also interesting to note that in spite of higher freight rates 
in 1931, prices received on table grapes were substantially above the 
level of returns during 1928, when freight rates were lower... indi- 
cating that the law of supply and demand is by far a more controlling 
factor than the cost of transportation. (Weighted auction prices show 
$1.05 received for Thompson Seedless and $1.24 for other tables varie- 
ties in 1928 with low freight rates as compared with $1.54 for Thomp- 
son and $1.39 for other table varieties in 1931.) 

Service Praised.—Transportation and car supply have been ade- 
quate since 1927. <A study of this problem emphasizes the fact that 
the transportation of California fruits and vegetables has been more 
dependent upon the movement of equipment and availability of facili- 
ties, than upon the actual number of refrigerator cars in service. Car 
distribution should be ratable, as provided for in the so-called Grape 
Car Plan, for example. The present carrier investment in refrigerator 
cars is probably too large. Unwarranted expenditure of railroad —e 
in the construction and duplication of facilities for the competitive 
control of California perishable tonnage represents a waste of public 
funds, and complicates the problems of orderly marketing. Through 
the continued work of the American Railway Association and the 
Regional Advisory Board, greater utilization of present car supply is 
possible. There is no need for Government regulation of or interfer- 
ences with such relationships. The measure of Government par- 
ticipation in other regulations between shipper and carrier depends 
upon the desire, effort, and machinery available for informal settle- 
ment and adjudication. 

Limit Car Diversions.—Unlimited diversions of perishables per- 
mitted by the railroads invite disorderly marketing of such products. 
Only three diversions should be permitted from point of origin to 
destination. Local rates should apply after the third diversion, and 
it is recommended that freight tariffs be so changed. Unlimited diver- 
sion privileges make it impossible for distributors to control daily 
arrivals at a given market. Present provisions give indiscriminate 
shippers and speculators the opportunity to “tramp” cars from point 
to point—often thereby destroying otherwise staple markets. Such 
transportation privileges, as now permitted, constitute a wasteful and 
pe mage ccna 4 practice. Perishable industries throughout the country 
can_ never be expected to bring about an orderly distribution of their 
products, if railroad regulations invite the opposite. 
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Prepaid Charges Asked.—Railroads should properly protect thej; 
freight charges and this right is enjoyed upon their own initiative 
By doing so they may, at the same time, materially assist the fruit 
industry by requiring the prepayment of freight charges on any quality 
of fruit less than a U. S. No. 1 standard. Such a regulation woyjq 
immediately force the use of Federal-State inspection service on all 
cars of fresh fruit, a very necessary industry requirement. It would 
be to the economic advantage of every grower. Tariffs might be g 
adjusted that they would require copies of inspection certificates a, 
part of the Bill of Lading. So-called U. S. No. 1 grade, or better 
quality grapes, should be accepted under the regular shippers’ bond, 
Upon lesser grades of fruit, whose value is substantially less, anq 
usually very uncertain, freight charges should be prepaid. 


When analyzing this recommendation it might be rejoined that , 
railroad regulation is proposed for the purpose of adjusting a distribu. 
tion practice within the industry. It could be submitted that such 
matters rest entirely with growers and shippers. However, it is diff. 
cult to find a railroad regulation, applicable to the movement of any 
product, which does not in some way actually regulate the distribution 
of the commodity and limit the functions of the industry which pro. 
duces it. 
various channels because of milling-in-transit privileges. The location 
and activities of our flour mills are in part fixed by railroad regulations, 
Transit privileges on lumber govern the destiny of the many units 
engaged in that industry. It is difficult to differentiate between the 
province of a railroad regulation, and the rights or obligations of an 
industry practice. The recommendation submitted would not only 
benefit the carriers, but would be of inestimable value to the producers, 





REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended April 23 totaled 
562,380 cars, according to reports filed by the railroads with 
the car service division of the American Railway Association, 
This was a decrease of 4,349 cars under the preceding week, 
196,123 cars below the corresponding week in 1931 and 344,499 
cars under the same period two years ago. 


Miscellaneous freight loading for the week ended on April 
23 totaled 204,324 cars, a decrease of 752 cars below the pre- 
ceding week; loading of merchandise less than carload lot 
freight totaled 185,119 cars, a decrease of 1,805 cars; grain and 
grain products loading for the week totaled 31,259 cars, a de. 
crease of 580 cars; coal loading totaled 93,073 cars, a decrease 
of 1,281 cars; forest products loading totaled 19,805 cars, a 
decrease of 209; ore loading amounted to 4,946 cars, an increase 
of 626 cars; coke loading amounted to 3,601 cars, 464 cars below 
the preceding week, and live stcok loading amounted to 20,253 
cars, an increase of 116 cars above the preceding week. 


Revenue freight loading by districts the week ended April 
23 and for the corresponding period of 1931 was reported as 
follows: 


Eastern district: Grain and grain products, 5,480 and 5,937: live 
stock, 1,527 and 2,023; coal, 27,9386 and 32,308; coke, 1,311 and 1,190; 
forest products, 1,546 and 2,222; ore, 514 and 1,078; merchandise, 
L. C. L., 48,219 and 60,325; miscellaneous, 47,538 and 72,478; total, 
1932, 134,071; 1931, 177,561; 1930, 210,476. 


Allegheny district: Grain and grain products, 2,778 and 3,238; 
live stock, 1,229 and 1,559; coal, 27,556 and 31,490; coke, 1,349 and 
3,206; forest products, 897 and 1,510; ore, 949 and 1,848; merchandise, 
L. C. L., 38,640 and 47,313; miscellaneous, 42,245 and 67,157; total, 1932, 
115,643; 1931, 157,321; 1930, 184,927. 


Pocahontas district: Grain and grain products, 254 and 270; live 
stock, 51 and 51; coal, 22,189 and 24,598; coke, 198 and 245; forest 
products, 540 and 902; ore, 37 and 126; merchandise, L. C. L., 5,348 
and 6,293; miscellaneous, 6,208 and 9,250; total, 1932, 34,825; 1931, 
41,735; 1930, 52,898. 


Southern district: Grain and grain products, 2,907 and 3,618; live 
stock, 774 and 1,118; coal, 8,564 and 12,767; coke, 189 and 384; forest 
products, 6,703 and 10,449; ore, 309 and 786; merchandise, L. C. L. 
31,648 and 37,591; miscellaneous, 34,190 and 52,682; total, 1932, 85,284; 
1931, 119,395; 1930, 136,812. 

Northwestern district: Grain and grain products, 6,790 and 8,508; 
live stock, 3,994 and 5,652; coal, 2,540 and 3,817; coke, 415 and 95; 
forest products, 4,519 and 8,424; ore, 1,349 and 2,712: merchandise, 
L. C. L., 22,331 and 27,995; miscellaneous, 21,602 and 30,101; total, 1932, 
63,540; 1931, 88,164; 1930, 112,780. : 

Central western district: Grain and grain products, 9,469 and 
11,051; live stock, 9,296 and 10,094; coal, 3,034 and 5,625; coke, 92 and 
176: forest products, 3,200 and 5,481; ore, 1,446 and 2,495; merchandise, 
L. C. L., 25,445 and 29,521; miscellaneous, 30,996 and 44,190; total, 1932, 
82,978; 1931, 108,633; 1930, 131,760. oa 

Southwestern district: Grain and grain products, 3,581 and 4,777; 
live stock, 3,382 and 2,657; coal, 1,254 and 2,179; coke, 47 and 59; 
forest products, 2,400 and 3,633; ore, 342 and 322; merchandise, L. C. L., 
13,488 and 15,099; miscellaneous, 21,545 and 36,968; total, 1932, 46,039; 
1931, 65,694; 1930, 77,226. ~ 

Total, all roads: Grain and grain products, 31,259 and 37,399; 
live stock, 20,253 and 23,154; coal, 93,073 and 112,784; coke, 3,601 and 
6,215; forest products, 19,805 and 32,621; ore, 4,946 and 9,367; mer- 
chandise, L. C. L., 185,119 and 224,137; miscellaneous, 204,324 and 
312,826; total, 1932, 562,380; 1931, 758,503; 1930, 906,879. 


Loading of revenue freight in 1932 compared with the two 
previous years follows: 


1932 1931 1930 
Four weeks in January............ 2,269,875 2,873,211 3,470.70 
Four weeks in February.......... 2,245,325 2,834,119 3,506,8% 
Four weeks in March............. 2,280,672 2,936,928 3,51 OG 
os eo. Be eeereeneeeree 544,961 727,852 908,087 
LO eS oS 2 544,806 737,272 ate 
LL. ee BeReeeee err ee 566,729 759,494 992." 
oP  & Sepepeaanennede: 562,380 758,503 906,87 


ae 
14,112,389 


NE eo cai caes eae eee 9,014,748 11,627,379 









The flow of grain to primary markets is permitted through ~ 
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Current Topics in 
Washington 





It will be perfectly proper, it may 
again be suggested, for railroad adver- 
tising men to stage a debate among 
themselves as to which road ran the 
first air-cooled or air-conditioned train. 
(See Traffic World, April 23, p. 865.) 
But the engineering folk, it now seems probable, will get into 
the discussion with questions as to the identity of the engineer- 
ing company or engineer who first laid out plans for such con- 
ditioning. From such data it may be possible to make diagrams 
and other things in which engineers delight, to indicate how 
long it took to get a good idea put into operation. 

“A bulletin or pamphlet of the B. F. Sturtevant Company, 
Hyde Park, Boston, Mass., shows that it was ready, in 1910, 
to install in passenger cars, either the ordinary ones or those 
furnished by the Pullman Company, ventilating apparatus for 
cooling or warming air that had been deprived of its load of 
dust, smoke and cinders. 

When the returns are all in it will be possible to determine 
when the idea was first put forth in a concrete way and when 
it found its way into the passenger cars. Of course it may be 
necessary, if the contest becomes Olympic, to lay down a rule 
or two—such as, for instance, that installation of a fan to expel 
kitchen odors from dining cars shall or shall not be deemed 
evidence of the installation of an air-conditioning plant, though 
the introduction of a fan into any sort of passenger equipment 
may be deemed as many hundreds of steps ahead of the intro- 
duction of a stove for either heating or cooking. 


Who First Suggested 
Air-Conditioned 
Passenger Cars? 





The junior senator from Louisi- 
ana, in high dudgeon, has resigned 
trom all senate committees because 
Senator Robinson, of Arkansas, leader 
of Huey Long’s party, refuses to adopt 
the Long slogan, “soak the rich.” 
Huey’s idea seems to be that by means of income taxes no man 
shall be allowed to retain an income in excess of $1,000,000 a 
year; also, that no man shall be allowed to leave an estate to 
his children in excess of $5,000,000. 

Unfortunately, there are, even in this land of the little red 
school house, tens of millions of human being who are not able 
to see that this is nothing but an excuse behind which waste- 
ful and inefficient public servants may hide. 


If public business were done efficiently and honestly, there 
would be no need for the state to take the excess away from 
those who make more than $1,000,000 a year, nor any reason for 
the state stealing accumulations in excess of $5,000,000 

Twenty years ago, Louisiana taxpayers were so hard pressed 
by coteries of politicians in control of the city and state offices 
at New Orleans and Baton Rouge that they were frequently 
anticipating their revenues to meet current expenses. The 
leaders of those gangs were loud mouthed in their professions 
of solicitude for the poor Acadians in the Evangeline country 
and the equally poor “hill billies” in the northern part of the 
state—the ones who paid heavily of the taxes that supported 
the loud noises because everything sold to them had to bear 
its share of the tax burden. Some of the loudest-mouthed held 
two offices at the same time, thus enabling them to yell louder. 
That holding of two Places on the salary roll has been intro- 
duced into the District of Columbia government. The thing may 
be legal but it grinds the average citizen who pays enormous 
taxes to realize that a retired army general, who has a place 
for life at $6,000 a year, is also drawing $9,000 a year as a 
civilian Commissioner of the District of Columbia. Even if the 
taxes were low or reasonable, that would seem to be asking 
Mr. Citizen to be patient under a situation that should not be 
allowed to exist. 

_ It is possible that, in the last twenty years, things have 
improved in Louisiana. However the fact that Huey Long has 
been governor and is now senator suggests that the Acadian and 
the “hill billy” are still enamored of the voices of the ones who 
carry the banner, “soak the rich.” The time may never come 


Huey Long Continues 
Gestures That Misled 
the Ill-Read 
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when they will understand that an invitation to “soak the 
rich” is an invitation to the poor devil to hit himself in the eye 
and on the nose. 

If any of the rich are rich by reason of crookedness it might 
be logical to ask the self-appointed, office-holding friends of 
the poor why they did not put those who got rich by crooked- 
ness into jail and thereby do something toward earning the 
thousands of dollars they have taken from the public treasury, 
in the form of salaries and expense accounts. 

A public officer such as Judge Seabury, who is making life 
exceedingly uncomfortable for some of his fellow Democrats, 
notwithstanding that they are leaders in Tammany, if backed 
up as solidly as are some of the leather-lunged and _ limber- 
jawed, probably would be able to reduce the burdens of the 
Acadians and “hill-billy’ folk in Louisiana and other states. 
Seemingly, however, the teaching fraternity, instead of teaching 
the use of a little decency and honesty in public affairs, is in- 
clined to run after the government ownership, socialist type 
of statesmanship, just as if Tammy leaders who get hundreds 
of thousands of dollars out of mysterious little boxes, could 
not play the government ownership socialism game as well as the 
sort they are now operating and getting away with it by yelling 
“soak the rich,” for no reason other than that they are rich. 





Arthur J. Tyrer, Commissioner of 
Navigation in the Department of 
Commerce, has taken his pen in hand 
to explain to land lubbers and, may- 
hap, others, that the measuring of the 
capacity of ships began to be stated 
in tuns of wine, in the time of Henry V of England, 1416-1423. 
Wine casks, even to this day, are called tuns, as for instance, 
the great wine tun at Heidelberg, pictured in school books of 
about the McGuffey era. That Plantagenet, like all other kings 
and public officers, needed, or thought he needed, money. So he 
taxed the wine that came into England, the tax being one tun 
in each ten imported. The number of tuns a ship could carry 
was denominated her tunnage, now spelled tonnage. The big 
wine casks, used as standard, were of 42 feet cubic capacity and 
held 252 gallons that weighed approximately 2,240 pounds, the 
long or English ton to this day. 

The English quit their old Teutonic habit of counting by 
two, in so far as the measurement of vessels was concerned, in 
1854, but they continue it in their pounds, shillings and pence 
to this day. In 1854 they yielded to the counting by tens sys- 
tem to the extent of making 100 cubic feet a ship ton, the basis 
of all statistics about ships and their capacities. Dead weight 
tons figures are intended to approximate the cargo weight, or 
earning capacity. It is calculated by the quantity of cargo, 
fuel, and stores necessary to force a vessel down from her light 
draft mark to her safety line of loading, or her load line. A 
space ton of 100 cubic feet is calculated to carry 2.5 tons of 
cargo of coal. 

A displacement ton, used in telling the size of war ships, is 
based on the fact that 35 cubic feet of salt water, and 36 cubic 
feet of fresh water weight 2,240 pounds or a long ton. A war 
ship that has a displacement of 25,000 tons is one that displaces 
or pushes aside that many tons of sea water. 

Angles, Danes, and Saxons, who laid the foundation for the 
English language, found that word “tun” extremely useful. They 
used it to mean a town, an enclosed garden, or almost any sort 
of container they had created. 


Wine Casks or Tuns 
the Basis of 


Ship Capacity Figures 


It would be an editor who would 
present the tax problem to Americans 
in a striking way. In a radio address, 
under the auspices of the American 
Taxpayers’ League, Phil S. Hanna said: 


A Free Star Boarder 
Lives in Every 
American Family 


There are about 1,350,000 federal employes and it is esitmated 
by competent authorities that the grand total of all citizens 
working for one or another of the various governments is about 
one in seven—that means 17,000,000 “pay rollers” out of 120,000,000 
people. Of course, not all of these are full-time employes, but if 
we take a conservative figure of less than one-third of that total 
and say that there are 6,000,000 heads of families supported by 
taxpayers, we then have the picture that out of 30,000,000 families 
in the country (counting four persons to a family for 120,000,000 
people) 6,000,000 must of necessity receive their support from the 
surplus earnings of the other 24,000,000 families in the country 
privately employed. 

This is just as if every family in the land took in a star 
boarder to be supported out of the surplus earnings of that fam- 
ily. If that star boarder were to confine himself to duties which 
the contsitutions of the states and federal government originally 
provided, the burden would not be so distressing, but our 1932 
star boarder not only performs these original functions poorly, 
but he spends fully three-quarters of his time either competing 
with the head of the family in his business, in regulating the con- 
duct of the family, or in performing a multitude of services which 
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the family cannot afford in a depression, and which under sound 
government should not be performed at any time. 


Speaking of the condition of the 
Frisco and its effect on communities it 
served, the’ Commission, in Finance No. 
9147, St. Louis-San Francisco Railway 
Company reconstruction loan (elsewhere 
in this issue), in part, said: 


Seemingly Here Is 
a Problem for 
Real Statesmen 


The applicant is the largest taxpayer in many counties in 
which it owes taxes, and such counties are so dependent upon the 
payment of the applicant’s taxes that, unless paid, the counties 
will not be able to take care of their obligations. Moreover, the 
operation of the schools in these counties (in Alabama, Kansas 
and Missouri) is dependent upon the payment of these taxes and, 
unless paid, the applicant is advised that it will be necessary to 
close them. 

Conditions being as described; the Commission approved a 
further loan to the Frisco of $1,800,000 so that it might pay taxes 
and meet equipment trust obligations. Only in that way can 
the schools be kept open and the Frisco be left with equipment 
enough to haul traffic that may be offered. 

In that way the national government may be furnishing 
some of the money that the Frisco might have earned if the 
federal government had not engaged in river transportation and 
promoted highway transport by contributions to building of roads 
over which were operated the motor vehicles that took some 
business away from the Frisco. Thereby, the federal government 
encouraged the states to spend money for a competing trans- 
portation system, some of which, seemingly, they should have 
reserved for operating schools. 

According to the Commission’s report, the Frisco is over- 
capitalized. Capitalization, prior to 1920, was supervised, in 
name at least, by state governments. The Frisco was largely 
built before that year. It might be suggested that, on the facts 
stated by the Commission, there was considerable failure of 
government in producing the present condition.—A. E. H. 


OIL PIPE LINE DATA 


Pipe lines used for transporting oil in the United States 
have an aggregate length of 111,660 miles and are capable of 
holding 23,214,000 barrels of oil, according to a survey com- 
pleted recently by G. R. Hopkins, economic analyst in the petro- 
leum economics division, Bureau of Mines, of the Department 
of Commerce. The lines were reported as of May 1, 1931, in 
order to provide a five-year interval since the first report of 


May 1, 1926. In the intervening years pipe-line mileage increased 
24 per cent. A summary, made by the Bureau of Mines, in part, 
says: 


Of the 111,660 miles of oil pipe lines in the United States 
58,020 miles, or 52 per cent, were trunk lines and 53,640 miles, 
or 48 per cent, were gathering lines. The mileage of the oil pipe 
lines aggregated 90,170, of which 44,470 miles, or 49 per cent, were 
trunk lines and 45,700 miles, or 51 per cent, were gathering lines. 
These data indicate that during the five-year period the total 
mileage increased 24 per cent; trunk lines, 30 per cent; and gath- 
ering lines, 17 per cent. 

_ The term “capacity” when applied to pipe lines has two dis- 
tinct meanings, namely, the cubic capacity (cross section times 
the length) and carrying capacity or the ability to deliver oil. 
The carrying capacity of a trunk line depends principally upon 
its size, and to a lesser extnet on the operating pressure, topog- 
raphy, and character of the oil. No attempt was made to compile 
data as to the total carrying capacity of the trunk lines in op- 
eration, or to estimate the increase in carrying capacity that 
obviously occurred between 1926 and 1931. 5 

The problem of computing the total carrying capacity of 
the gathering lines is not as involved as in the case of trunk 
lines, as in this case the total amount of oil transported is known. 
The average amount of oil run from wells per mile of ee | 
line during May, 1926, and May, 1931, was 1,375 barrels and 1,43 
barrels, respectively, which roughly indicates some increase in the 
carrying capacity of this class of pipe line. 

_. As the name indicates, gathering or lead lines connect indi- 
vidual wells with a trunk line, a loading rack on a railroad, or 
to tankage. Gathering lines vary in diameter depending largely 
on the size of the wells and the character of the oil. 

In 1931, as in 1926, Oklahoma was the leading state in mileage 
of gathering lines. The total mileage of such lines in Oklahoma 
rose from 10,960 in 1926 to 13,510 in 1931, a gain of 23 per cent. 
The major portion of this increase resulted from new connections 
in the Seminole district during 1927 and 1928. Excluding the 
eastern states, where the wells are often closely spaced and are 
usually close to a trunk line, the mileage of gathering lines 
varies directly with the number of wells. For example, Okla- 
homa has more producing wells than any other state west of the 
Mississippi and ranks first in total mileage of gathering lines. 
Likewise, Texas is second in both wells and mileage. 

Compared with trunk lines, which are generally regarded as 
permanent installations, gathering lines are often laid with the 
idea that they are to be moved as soon as the flush output of the 
field declines. Because of their temporary nature, gathering lines 
are usually run on the surface of the ground and are rarely coated 
with a preservative. In some cases gathering lines have been 
taken up and relaid several times within a five-year period, hence 
the increase of 7,940 miles in the total mileage of gathering lines 
between 1926 and 1931 falls short of measuring the mileage that 
was actually laid during that period. 

The major portion of the trunk-line mileage that was built 
between May 1, 1926, and May 1, 1931, was laid in Texas. Thus 
the total trunk-line mileage in that state rose from 9,470 in 1926 
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to 18,880 in 1931, an increase of 99 per cent compared wit) 
gain in the entire United States of 30 per cent. Although the 
new construction in Texas was not confined to any Particular gx. 
trict, the larger part of it consisted of lines to refineries or ty, 
minals on the Gulf. Such lines may be classified into two m,j, 
developments, namely, the construction of lines from West Tera 
and the enlargement or looping of the facilities for relaying mij, 
continent crude across the state. Texas was also the scene » 
the latest development in oil trunk line construction, that.js th 
construction of lines from the East Texas field to the Gulf, jj 
work accounted for approximately two-thirds of the new work 

Prior to about 1920 the principal movement of crude petro. 
leum from the midcontinent to the Atlantic seaboard was } 
pipe lines which traversed the states of Missouri, Illinois, Indiana 
Ohio and Pennsylvania. The years following 1920 marked t, 
ascendancy of transportation by tanker from Cadifornia and gy 
Coast ports, and the direct movement of crude by pipe line from 
the midcontinent to the Atlantic seaboard declined to a compan. 
tively small figure. Because of this decline, a number of easten 
lines were taken up, one was altered so as to transport oil froy 
the coast westward, several were converted to transport natuy 
gas, and one was made over into a gasoline line. However, they 
earlier indications that the pipe-line movement from the mideop. 
tinent northward would diminish did not materialize because th 
expansion of refining facilities in the central states of Ohio, Michj. 
gan, Indiana and Illinois necessitated building several new Dipe 
lines and the looping of most of the others. Thus the major por. 
tion of the trunk-line mileage that was laid outside of Tex 
between 1926 and 1931 was laid in those four states. 


PIPE LINE TRANSPORT TAX 


The Senate finance committee, in its consideration of th 
revenue bill intended to increase the receipts of the governmey 
to the end that the budget may be balanced, has reduced th 
tax on transportation by pipe line from 8 to 3 per cent, the 
tax to be paid by the pipe line company and not, as the bil 
passed by the House of Representatives provided, by the mn 
ceiver of the transportation service. The final vote on th 
bill, however, had not been taken when that change was maée, 
The item, therefore, was still subject to motions to change it, 


PARCEL POST RATES 
The Trafic World Washington Buress 


Objection by Representative Stafford, of Wisconsin, whe 
bills on the consent calendar were being considered in the House 
of Representatives, May 2, to bringing up S. 621, the bill that 
would take from the Postmaster General and the Commission 
the right to fix parcel post rates, blocked action on the measure, 

Under the bill Congress would prescribe the parcel post 
rates and make any changes made in them. 

“What objection can there be to the Post Office Depart: 
ment, the administrative head of the government, having the 
right to determine whether the parcel post charges are reason 
able or not?” asked Mr. Stafford. “Are we to establish the policy 
here that the post office committee knows more about adminis 
trative charges for carrying parcel post than the experts of 
the department?” 

Representative Buckbee, of Illinois, said this was merely 
a question between the post office committee “that has handlei 
rate measures for upward of 100 years in an impartial, efficient 
manner and the Interstate Commerce Commission. 

“If you are going to let one class of mail be handled by the 
Interstate Commerce Commission,’ he asked, “why would n0 
my delightful friend from Milwaukee be in favor of letting first 
class, second-class, and third-class be handled in the same 
manner?” 

“T most assuredly would let the Interstate Commerce Com 
mission determine the rates of second-class mail matter, be 
cause I know that whenever post office officials have recom: 
mended an increased rate they are marked for slaughter,” replied 
Mr. Stafford. “When Postmaster General Hitchcock recom: 
mended increase in second-class mail matter what was the re 
sult? Every progressive magazine in the country opposed it, 
and when President Taft took up the cause of the Postmaster 
General he was assaulted by all the uplift magazines in the 
country. I would certainly approve of the Interstate Commerte 
Commission fixing the rate, especially parcel post, which refers 
largely to the cost of transportation on the railroads and othe! 
conveyances.” 





POSTAL RATES 
The Senate finance committee has approved the _ provisiol 
in the revenue bill passed by the House increasing the first 
class postage rate from 2 to 3 cents. The committee also votel 
to restore approximately the 1921 rate on second-class mattel. 


VALUATION OF PULLMAN CO. 

Valuation No. 1079, Pullman Co., opinion No. B-812, 36 Va! 
Rep. 845-938. Final value for rate-making purposes of the pro? 
erty owned and used for common carrier purposes, found to b 
$119,750,000, of property owned but not used, $237,786, and o 
property used but not owned, $44,710, as of June 30, 1919. Invest 
ment of the company in sleeping-car property, including land, 
on date of valuation, was stated as $144,522,062, in the books 
of the company. 
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LIVE POULTRY AND REPARATION 


With four of the ten participating commissioners dissenting 
in such a Way as possibly again to raise the question of the 
Commission’s power to award reparation when it condemns rates 
previously approved by it, the Commission, upon reconsideration 
in No. 22684, Hulen-Toops Co. vs. C. C. C. & St. L. et al.; No. 
92995, Davidson Brothers vs. B. & O. et al.; No. 23057, Davidson, 
Seay & Adams Co. vs. Same, and No. 23123, Peter Fox Sons Co. 
et al. vs. L. & N., has modified the findings of division 4 in the 
original report, 174 I. C. C. 611, as to the rates on live poultry 
and dairy products, from Glasgow, Ky., and many other points 
in Kentucky and Tennessee to New York, N. Y., and other east- 
ern destinations. Commissioners Meyer, Aitchison, Lee and 
Mahaffie dissented, in part. Commissioner Tate did not partici- 
pate in the disposition of the case. 

In the previous report division 4 found that the rates on the 
commodities specified were not unlawful in the past, except 
those from Glasgow. The rates from Glasgow were found un- 
reasonable to the extent they might exceed group commodity 
rates from Glasgow Junction, Ky. Rates for the future on that 
the basis were established. 

In this report on reconsideration the finding in the prior 
report that rates for the future would be unreasonable to the 
extent set forth was affirmed. 

Glasgow is at the end of a branch line of the L. & N., about 
ten miles east of Glasgow Junction where the branch line joins 
the main line. The southern class rates became effective, gen- 
erally, on January 14, 1928, but not from the branch line until 
September 15, 1929. 

The new finding is that the rates were not unreasonable or 
when otherwise unlawful prior to January 15, 1928, but that between 
‘ous January 14 and the effective dates of the rates found reasonable 
that i for the future they were unreasonable to the extent they ex- 
3sion ceeded the class rates from and to the same points which would 
Sure, have applied in the absence of commodity rates, except that the 
Post rates charged from Glasgow between January 14, 1928, and the 

effective date of the rates found reasonable for the future were 
part: unreasonable to the extent that they exceeded the class rates 
the which would have applied in the absence of commodity rates on 
S00: and after September 15, 1929. Reparation was awarded to that 
dlicy basis. The Commission said that inasmuch as rates on that 
inis- basis were now in effect no order for the future was necessary. 
3 of Commissioner Meyer, who wrote the dissenting view in 
which Messrs. Aitchison, Lee and Mahaffie joined, pointed out 
rely that the rates assailed were commodity rates which applied from 
dled a large origin group, both rates and grouping having been ap- 
ient proved in Dairy Products from Southern Points, 100 I. C. C. 756. 
He said that in determining whether the group rates were un- 
the reasonable the Commission should treat the group as an entirety 
not and find, if they were reasonable average rates from the entire 
rst: group, that they were not unreasonable in the past as applied 
ime from particular points in the group. The record, he said, did not 
show that the rates were unreasonable as average rates. 
Ol: “Furthermore,” he added, “we should not now find that com- 
be plainants are entitled to damage because defendants collected 
On: rates which we previously approved.” 
ied 


. M. V. BARGE LINE DIVISIONS 


it Rules for dividing joint barge-rail and rail-barge-rail rates 
ter Previously prescribed have been laid down by the Commission; 
rhe division 4, in Ex Parte No. 99, application of the Mississippi 
rce Valley Barge Line Co., in a fourth supplemental report. Divi- 
OTs sions arrived at in accordance with the prescriptions are to be 
rer established not later than July 9. The basis is a rate prorate 
of two factors in the case of barge-rail rates and three factors 
in the case of rail-barge-rail rates. Commissioner Mahaffie wrote 
4 concurrence in part. 
oD .. inability of the barge line to reach an understanding with 
st: its rail connections caused it to ask for a decision by the Com- 
ed Mission, based on prior reports in 167 I. C. C. 41, 171 I. C. C. 
er. 37, 178 I. GC. C, 224, and one report which has not yet received 
its volume and page numbers. The barge line filed petitions 
1D the matter when disagreements were reached. The Com- 
il mission, speaking about the disagreements, said: 





ureou 


he a rates referred to in the barge line’s petitions, briefly de- 
of cludin.’ are rail-barge-rail rates on classes and commodities, in- 
' pointe” iron and steel pipe, between points in central territory and 
t: sleet in southwestern territory via Ohio River ports and lower Mis- 
d, Ppi River ports, barge-rail rates on iron and steel pipe from 
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Cincinnati to southwestern territory via lower Mississippi River ports, 
and the following _barge-rail rates on classes and commodities: Be- 
tween lower Mississippi River ports and points in New England, 
eastern and central territories, including Illinois, via Ohio iver 
ports; between points in Kentucky and lower Mississippi River ports 
via Ohio River ports; between points in Wisconsin and northern 
Michigan on the one hand and lower Mississippi River ports on 
the other hand via certain Ohio River ports; between Ohio River 
ports and points in southwestern territory via lower Mississippi River 
ports; between New Orleans and points in Arkansas and Missouri 
via Helena, Ark., and Memphis, Tenn. 


In disposing of the matter the Commission made findings 
as follows: 


We find that reasonable and equitable divisions of barge-rail 
rates previously prescribed in this proceeding in reports published 
at 167 I. C. C. 41, 171 I. C. C. 87, and 178 LC. C. 334, will be de- 
termined on a rate prorate basis, i. e., by dividing said joint rates 
in proportion to two factors, the factor determining the barge share 
to be the rate shown in Appendix A between the ports via which 
the shipment moves and the factor determining the rail share to 
be the rate shown for the appropriate territory in Appendix B for 
the distance over which the shipment is transported by rail; provided, 
however, that the proportion of any short or weak line entitled to 
an arbitrary on that account and any allowance for Texas and Okla- 
homa differential territory shall be deducted before prorating. 

We further find that reasonable and equitable divisions of the 
joint rail-barge-rail rates previously prescribed in this proceeding 
in reports referred to in the next preceding paragraph will be de- 
termined on a rate prorate basis, i. e., by dividing said joint rates 
in proportion to three factors, the factor determining the barge 
share to be the rate shown in Appendix A between the ports via 
which the shipment moves minus 7, and the two factors determining 
the two rail shares to be the rates shown for the appropriate terri- 
tories in Appendix B for the distances over which the shipment is 
transported by rail by the originating and delivering line or lines; 
provided, however, that the proportion of any short or weak line en- 
titled to any arbitrary on that account and any allowance for Texas 
and Oklahoma differential territory shall be deducted before prorating. 

We further find that in other respects the rules set forth in 
Appendix C governing the ascertainment of divisions and related 
questions shall apply. 

The barge line asks that our findings as to divisions also cover 
rates heretofore prescribed in this proceeding but not yet published. 
It is doubtful whether this would be legal under the terms of the 
Denison act, but the parties should have no trouble in determining 
fair divisions of such rates in the light of our findings here. 

In our second supplemental report in this proceeding, 178 I. C. C. 
224, prescribing certain additional joint rates, our findings contained 
the following proviso: 

Provided, that barge-rail rates on cotton and cotton linters need not 
be established between points between which rates on those com- 
modities are now under suspension in I. & S. Docket No. 3399. 

Since that time we have announced our decision in that docket, 
Cotton and Cotton Linters via Rail and Barge Lines, .. I. C. C. ... 
The barge line is clearly entitled to rates on these commodities where 
our previous findings would require them except where such rates 
would be in contravention of our findings in the report last cited. 


Typical barge-line factors shown in Appendix A are: Be- 
tween New Orleans and Cairo, Joppa and Metropolis, 60 cents; 
between New Orleans and Evansville, 68 cents; between New 
Orleans and Louisville, 71 cents, and between New Orleans and 
Cincinnati, 75 cents. Between Memphis and Cairo, Joppa and 
Metropolis, 35 cents; between Memphis and Evansville, 45 cents; 
between Memphis and Louisville, 49 cents, and between Memphis 
and Cincinnati, 53 cents; between New Orleans and Helena, 
50 cents and between New Orleans and Memphis, 51 cents. 


Rail factors in eastern territory begin with a rate of 30 
cents for 100 miles and less, become 40 cents for 200 miles, 61 
cents for 500 miles, 80 cents for 800 miles and end with 90 
cents for 1,000 miles. Rail factors in western trunk line terri- 
tory begin with 56 cents for 420 miles, which is the same as 
the rail factor in eastern territory, become 66 cents at 500 
miles, 89 cents at 800 miles and 101 cents at 1,000 miles. Rail 
factors in southwestern territory begin with 40 cents for 100 
miles and less, become 55 cents at 200 miles, become 87 cents 
at 500 miles, 114 cents at 800 miles and 127 cents at 1,000 
miles. Rail factors in southern territory begin with 37 cents 
at 120 miles, becomes 46 cents at 200 miles and end with 71 
cents at 500 miles. 

General rules, carried in appendix C, other than those per- 
taining to the disposition of fractions, follow: 


Terminal charges and absorptions.—At points of origin and des- 
tination the originating or delivering carrier shall assume out of its 
division charges for switching, drayage, lighterage, etc., provided 
for by applicable terminal tariffs. Where charges are added to line- 
haul rates for special services such as switching, drayage, lighter- 
age, etc., such charges shall accrue to the carrier performing such 
special service in addition to its share of the joint rate. 

Interchange expense.—When the services of an intermediate 
switching carrier are necessary at ports to effect interchange be- 
tween the barge line and the rail carrier performing a line haul or 
when similar service is performed by dray, the switching or drayage 
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charge shall be paid out of the barge line’s division when the freight 
is delivered to the rail carrier and shall be paid out of the rail carrier’s 
division when the freight is delivered to the barge line. 


TOBACCO FOURTH SECTION 


With Commissioner McManamy dissenting in part, the 
Commission, by division 2, in fourth section application No. 
14546, tobacco from North Carolina, by means of fourth section 
order No. 10919, has authorized southern railroads to establish 
and maintain rates on various forms of tobacco from points in 
North Carolina to destinations in Illinois and central freight 
association territories and the St. Louis, Mo., group, via Ohio 
River crossings the same as via the Virginia cities gateways, 
without observing the long-and-short haul part. of the fourth 
section, over routes not more than 50 per cent circuitous. This 
relief enables the railroads to maintain the competitive situa- 
tion over rival routes that obtained for many years prior to the 
decision in the eastern class rate revision, which became ef- 
fective December 3. Without that relief the southern railroads 
would have been faced with the alternative of closing their 
routes except via the Virginia cities gateways, or reducing the 
rates at intermediate points on their routes in the higher rated 
southern classification territory enough to enable them to haul 
over the routes via the Ohio River crossings. 

Rates on cigarettes and smoking tobaco, 85 per cent of the 
first class rates of the southern class scale, and on twist and 
plug tobacco, 60 per cent of the first class rates, less-than-car- 
loads, from Durham, Reidsville, Statesville and Winston-Salem, 
N. C., are authorized to the territories mentioned. 

Applicants, Cincinnati, New Orleans & Texas Pacific, 
Southern, L. & N., Norfolk Southern and Norfolk & Western 
asked for relief not only to the destination areas indicated but 
also to the Buffalo-Pittsburgh zone. The Commission said that 
they did not serve many of the points in the territories men- 
tioned and none in the Buffalo-Pittsburgh zone. Any relief 
granted, it said, had to be limited to points reached by the 
lines of the applicants. 

The southern lines contended that the rates proposed by 
them, somewhat higher than hitherto existing commodity rates, 
were necessary to restore the relative competitive adjustment 
between Richmond, Va., a tobacco shipping point, and the 
North Carolina points, disrupted by the recent revision of class 
rates in official territory. They emphasized, the Commission 
said, the need of relief to continue the present class rate basis 
at intermediate points on their routes in southern territory 
where departures would occur. They explained that while it 
would be possible to maintain the proposed rates over their 
routes through the Virginia cities under the authority granted 
in fourth section order No. 9700, the relief herein sought would 
allow them full participation in this traffic to and beyond the 
Ohio River crossings. The Commission said that the proposed 
rates, increases in the main over the present commodity rates, 
had the general approval of all concerned. The carriers said 
they were not asking relief on account of circuity of their 
routes. 

Commissioner McManamy, in his dissent, said that the re- 
lief authorized was grounded on the theory that the rates 
sought were controlled by lines which operated through official 
territory while the applicants operated through the higher- 
rated southern territory. The facts, he said, indicated that the 
lines which controlled the rates operated through southern 
territory to the same extent as applicants operated through 
that territory. Therefore, he said, the application was based on 
circuity. In view of that, he said he could not agree that this 
was a special case, as the majority had found, under which the 
Commission might waive the equi-distant provision of the fourth 
section. 

The Commission granted the relief in this case on the 
authority of Rates on Lumber and Other Forest Products, 165 
I. C. C. 561, in which it construed the equi-distant clause and 
held that that clause applied only when the relief was based 
on the fact of circuity. In this case the applicants asked for 
relief for their routes through the higher rated southern terri- 
tory to meet the competition of routes via the Virginia gate- 
ways in the lower rated official territory. 


COMMISSION REPORTS 


Sudan Grass Seed 


No. 24527, Rudy-Patrick Seed Co. vs. A. T. & S. F. et al. By 
division 3. Dismissed. Carload, sudan grass seed, in sacks, 


Muleshoe, Tex., transited at Plainview, Tex., and Kansas City, 
Mo., to Buffalo, N. Y., found undercharged, $18. Charges based 
On a combination of 88 cents, not unreasonable. 

Liquid Formaldehyde 


No. 24377, Roessler & Hasslacher Chemical Co., Inc., vs. C. 
By division 2. Carload rating, western classifica- 


& N. W. et al. 
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tion, when applicable on liquid formaldehyde, metal cans jp bar. 
rels or in boxes, or in bulk in barrels, Perth Amboy, N. J,, and 
carload rates thereon, Perth Amboy to southwestern territory 
unreasonable to the extent it exceels or may exceed fifth clags 
Carload rates, Perth Amboy to the southwest unreasonable to the 
extent they may exceed column 38 rates. New rating and rates 
to be published not later than July 28. 


Used Offset Paper 


No. 24323, Edgewater Paper Co. vs. M. St. P. & S. S. M. et a) 
By division 5. Dismissed. Rate, offset paper, in rolls, Carloads, 
Philadelphia, Pa., to Menasha, Wis., applicable and not unreg. 
sonable. 
Brick 


No. 24300, United Verde Copper Co. vs. A. T. & S. F. et aj, 
By division 3. Dismissed. Rates, brick, points in California tg 
Clarkdale, Ariz., not unreasonable, 


Paper Merchandise Envelopes 


No. 24149, Crown Willamette Paper Co. vs. Arizona Souther 
et al. By division 2. Dismissed. Ratings and rates, paper mer. 
chandise envelopes, carloads and less carloads, between points jp 
western territory found applicable. Applicable ratings and rates 
not shown to have been or to be unreasonable or otherwise 
unlawful. 


Iron and Steel Pipe 


No. 23434, W. A. L. Thompson Hardware Co. vs. A. T. &§, 
F. et al. By division 3. Rates, wrought iron and steel pipe, 
Chicago, Ill., to Dodge City, Kan., unreasonable prior to Decen- 
ber 3, 1921, to the extent they exceeded 75 cents, minimum 36,00) 
pounds, on all shipments routed by the shipper over routes less 
than 15 per cent longer than the shortest then-existing route 
over which carload traffic could be moved without transfer of 
lading; all shipments routed by the shipper over the shortest 
route over which the tariff rate applied, provided that the initial 
carrier was also the initial carrier in a route not more than 15 
per cent longer than such shortest existing route; and all un 
routed shipments where the initial carrier was a party to the 
tariff rate via any route not more than 15 per cent longer than 
such shortest existing route; and unreasonable on any shipments 
not embraced in the description heretofore given to the extent 
that they exceeded 82.5 cents, minimum 36,000 pounds. Repara- 
tion awarded. Commissioner Lee dissented. Commissioner 
Brainerd, concurring, said hé was of the opinion that it would 
have been more consistent for the Commission to have awarded 
reparation to the basis of 32% per cent of first class. 


Rough Rice 


No. 23478, Mount Royal Rice Mills, Limited, et al. vs. St. 
L. S. W. et al. By division 4. Applicable rates, rough rice, 
points in Arkansas on the lines of the St. L. S. W. to Montreal, 
Quebec, Can., found to have been applicable prior to March 2, 
1931. Commission further found that participation of defend- 
ants, operating lines within the United States, in any joint rate 
on the traffic in question, which was by tariff reference made 
subject to Rule 56 of Tariff Circular 18A, and which exceeded 
the contemporaneous aggregate of intermediate rates prior to 
June 2, 1931, resulted in unreasonable charges on such ship 
ments in violation of the holding out of the lower rate in so far 
as the transportation took place within the United States, Fur- 
ther finding was that rates in effect since June 2, 1931, were 
and are not unreasonable. Reparation awarded. Commissioner 
Mahaffie noted a dissent. 

Fire Brick 


No. 22868, Ohio-Kentucky Associated Industries et al. vs. 
A. & W. et al. By division 3. Rates, fire brick, points in Ohio 
and Kentucky to destinations in Wisconsin, Minnesota, and 
Michigan, unduly prejudicial to complainants and unduly pref- 
erential of their competitors at St. Louis, Mo., Danville and 
Chicago, Ill., and points grouped therewith to the extent that 
the relatitonship is less favorable to complainants in amounts 
on a net ton than would result on a basis of the rates in effect 
at the time of hearing from St. Louis, Danville, and Chi 
cago, and complainants’ points of origin as specified in a table 
shown in the report. That table shows a rate of 390 cents 
from Oak Hill, Black Fork, Ironton, Strasburg, and Porthmouth, 
O., and Ashland and Taylor, Ky., to Green Bay, Wis., and 4 
rate of 400 cents from Haldeman, Grahn, and Hayward, KY. 
It shows a rate of 425 cents to La Crosse, Wis., from the first 
mentioned group and a rate of 435 cents from the Haldemat, 
Grahn, and Hayward group. New rates establishing the Tre 
lationship indicated are to be made effective not later thal 
July 27. . 

Cotton 


No. 18761, Galveston Cotton Exchange & Board of Trade 
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et al. vs. A. & V. et al.; No. 19599, Alexander Eccles & Co. vs. 
M. & O. et al., and a sub-number, Same vs. Illinois Central et al. 
py the Commission. Supplemental report on reconsideration. 
Upon reconsideration, finding in the former report, 179 I. C. C. 
996, that rates charged on cotton, any quantity, carriers’ priv- 
jlege of compression, points in Alabama, Tennessee and Missis- 
sippi to Galveston, Texas, would be unreasonable for the future, 
modified so as to find the rates assailed would be unreasonable 
for future to the extent that they might exceed the maximum 
distance rates prescribed in column B of appendix G of Rate 
Structure Investigation, part 3, Cotton, 165 I. C. C. 595, plus the 
differentials shown in column Z of appendix H thereof for the 
part of the haul in southwestern territory; provided, however, 
that no rate herein prescribed from any point herein considered 
should be less than that prescribed in the cotton case heretofore 
mentioned to Galveston from the Mississippi River crossing 
intermediate to such points. Carriers to revise tariffs on five 
days’ notice not later than May 16. 


Lumber Weight 
No. 24610, Arling-Funch Lumber Co. vs. Columbus & Green- 
ville et al. By division 2. Dismissed. Charges based on origin 
scale weight, one carload, lumber, Maben, Miss., to Garrett, Ky., 
applicable and not unreasonable. 
Chestnut Poles 


No. 24295, Cornplanter Lumber Co. vs. B. & O. et al. By 
division 3. Rates, chestnut poles, points in northwestern Penn- 
sylvania to destinations in Connecticut, not unreasonable except 
as hereinafter indicated. Further found that defendants’ failure, 
prior to February 15, 1929, to publish rates on such poles, Irvine- 
ton to Bristol, Cheshire, and Cornwall Bridge, from Tidioute to 
Cornwall Bridge, New Milford, and Waterbury, and from West 
Hickory to Greenwich, Meriden, and Saugatuck, a rate of 26.5 
cents contemporaneously maintained to Lowell, Salem and other 
more distant points in Massachusetts, was unreasonable. Repara- 
tion awarded. Commissioner Brainerd, concurring in part, said 
none of the rates had been found unreasonable and that there- 
fore he was unable to concur in the award of reparation. 


Vegetables 


No. 23004, American Fruit Growers, Inc., of Illinois et al. vs. 
A. G. S. et al. By division 3. Charges on shipments, vegetables, 
except potatoes, points in Florida to destinations in New Eng- 
land, eastern trunk line, central freight association, southeast- 
ern, Mississippi Valley, Carolina and Illinois territories, unrea- 
sonable, when made in standard packages, on and after Novem- 
ber 1, 1927, to the extent they exceeded the lowest combinations 
over the route of movement, subject to carload minima in con- 
nection with factors composing the combinations. If actual 
weight cannot be ascertained an average of 70 pounds a package 
for celery and 50 pounds for other vegetables, N. O. I. B. N., to 
be used. Reparation awarded. Commissioner Brainerd wrote a 
concurring view. 

Gasoline Reparation 


No. 19530, White Eagle Oil & Refining Co. vs. A. T. & S. F. 
et al. and No. 18460, Community Service Station Co. vs. Same. 
By the Commission. Upon further hearing, amounts of repara- 
tion due complainants under the rates on gasoline and other 
refined oils taking the same rates, points in Missouri, Kansas, 
Oklahoma and north Texas to Sleepy Eye, Tracy, Redwood Falls 
and Bellview, Minn., found unreasonable in the previous report, 
163 I. C. €. 734, determined and ordered to be paid. Commis- 
sioner Mahaffie, dissenting, said he thought the findings made in 
the previous report and here carried into effect were without 
we grounds of support. Commissioner Lewis noted a 

ssent. 
Class and Commodity Relief 


Fourth Section Application No. 14578. By division 2. Gra- 
ham County Railroad, in fourth section order No. 10917, Graham 
County Railroad, class and commodity rates, given fourth sec- 
tion relief as to class and commodity rates, from and to stations 
on its line in North Carolina, 11.9 miles long, from the long and 
short haul part of the fourth section, on the usual conditions. 

Used Grading Machinery 

No. 22931, Collins Paving Co. vs. Florida East Coast et al. 
By division 2. Rates, used road grading machinery, including 
automobile dump trucks, Miami, Fla., to Florence, Ala., and 
St. Joseph, Tenn., inapplicable in part and applicable rates un- 
reasonable to the extent they exceeded $2.03 on the automobile 
dump trucks, minimum 12,000 pounds, and 96 cents on the other 
articles, minimum 24,000 pounds. Rate found inapplicable was 
$2.49 applied on an automobile dump truck, a traction engine 
and an air compressor on wheels. Reparation of $1,948.90 
awarded, 

Cottonseed 
__No. 24476, Refuge Cotton Oil Co. vs. A. T. & N. et al. By 
division 2. Rate, cottonseed, Panola, Ala., to Columbus, Miss., 
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applicable but unreasonable to the extent it exceeded or may 
exceed 15 cents. Finding as to the future without prejudice 
to any different conclusion that may be reached in No. 17000, 
part 8, Hoch-Smith cottonseed and its products. . Reparation 
of $76.54 awarded. New rate to be established not later than 
July 30. 
Printing Paper 

No. 24631, Western Tablet & Stationery Co. et al. vs. B. & 
O. et al. By division 3. Rate, printing paper, other than news- 
print, Chillicothe, O., to St. Joseph, Mo., unreasonable to the 
extent it exceeded 44.5 cents. Reparation awarded. 


Potatoes 


No. 24807, D. E. Ryan Co. vs. I. C. et al. By division 3. 
Dismissed. Rate, potatoes, Hawley, Minn., to Grand Island, 
Neb., not unreasonable. 

Fish 


No. 23914, O. A. Smith Agency, Inc., vs. B. & A. et al. By 
division 3. Rates, fresh and frozen fish, less-than-carloads, be- 
tween points in official territory, not unreasonable or unduly 
prejudicial. Rule governing the transportation of such fish, 
less-than-carloads, in refrigerator cars, minimum 15,000 pounds, 
not unreasonable or otherwise unlawful. Practice of defendants 
of including, in computing charges on less-than-carload ship- 
ments, the weight of the ice in containers, not unreasonable. 
Failure of defendants to publish rules permitting the inclusion 
of cured, pickled, smoked or salt fish with fresh and/or frozen 
fish, to make up the minimum of 15,000 pounds, unreasonable 
for the future. Inclusion of such a rule in the tariffs ordered 
not later than July 29, on traffic from Chicago, Ill., Toledo, 
Sandusky, Huron, Port Clinton, Vermillion, Painesville, Lorain, 
Cleveland and Ashtabula, O., Erie, Pa., New York, Dunkirk and 
Oswego, N. Y., and Boston, Mass., to defendants’ lines in Ohio 
and to Louisville, Ky.; provided that first class rates be applied 
to such mixtures. Commissioner McManamy dissented. 


Petroleum Products 


No. 23164, Independent Oil & Gas Co. vs. A. & W. et al. 
and No. 23349, Sinclair Refining Co. vs. Same. By division 2. 
Report by Chairman Porter. Dismissed. Rates, gasoline and 
other refined oils taking the same rates, Kansas City (Argen- 
tine), Kan., to destinations in northern Missouri, Iowa, Illinois, 
Wisconsin, Minnesota, Nebraska and the Dakotas, not unrea- 
sonable. Commission treated the complaints as an effort to 
disrupt the adjustment made in the A. B. A. Independent Oil 
case, 172 I. C. C. 375, the International Oil Case, 179 I. C. C. 
435, and Manhattan Oil case, 174 I. C. C. 213. It said on this 
record it found that, as modified by the findings in the A. B. A. 
case, the International Oil case and the Manhattan Oil case, the 
rates assailed were not unreasonable. The complaints assailed 
the adjustment from the Kansas part of the adjustment made 
in Midcontinent Oil Rates, 1925, 112 I. C. C. 421, in which 
Chairman Porter said the question of the relationship of rates 
from the various midcontinent and southwestern groups was 
the chief one. 

China Clay Reparation 


No. 23249, Granite Cordage Co. et al. vs. Philadelphia & 
Norfolk Steamship Co. et al. By the Commission. On further 
hearing, reparation of $192 awarded to Granite Falls Manufac- 
turing Co. on account of an unreasonable rate, found by divi- 
sion 3 in the previous report, 169 I. C. C. 480, on two ship- 
ments of china clay, Philadelphia, Pa., to Granite Falls, N. C. 


Mine-Run Fire Clay 


No. 24478, Nicholson Corporation vs. St. Louis-San Fran- 
cisco et al. By division 3. Dismissed. Rate, mine-run or 
crude fire clay, St. Louis and Cheltenham, Mo., to Kusa, Okla., 
not unreasonable. 


Switching at Gulfport, Miss. 


No. 24093, Gulfport Chamber of Commerce vs. G. & S. I. 
et al. By division 3. Dismissed. Gulf & Ship Island’s rate of 
2.5 cents a hundred pounds, switching carload traffic at Gulfport, 
Miss., between its port terminals and its interchange with the 
Louisville & Nashville, not unreasonable. 


Crushed Stone 


No. 24710, Gauger-Korsmo Construction Co. vs. M. P. et al. 
By division 5. Dismissed. Claim for overcharge, crushed stone, 
Marquette, Mo., to Memphis, Tenn., barred by the statute. Com- 
missioner Farrell wrote a concurring view. 


Airplane Charges 


No. 24737, Traffic Bureau, Moline Association of Commerce 
et al. vs. C. R. I. & P. et al. By division 5. Charges, carload 
of three airplanes, crated, Moline, Ill., to Los Angeles, Calif., 
inapplicable. Applicable charges, $267.30, not unreasonable. 
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Classification rules assailed, not shown to have been or to be 
unreasonable. Reparation of $227.70 awarded. 


Gasoline, Etc. 


No. 23854, Cities Service Oil Co. et al. vs. C. & N. W. et al. 
By the Commission. Rates, gasoline, kerosene, and lubricating 
oils, Ponca City, Cushing and Okmulgee, Okla., to Yankton, 
Wagner and Huron, S. D., between April 10 and June 9, 1928, 
unreasonable to the extent they exceeded rates of 50.5 cents 
to Yankton, 55.5 cents to Wagner and 58 cents to Huron. Rep- 
aration awarded. Commissioner Lewis, dissenting, said the car 
mile and ton-mile earnings shown on rates of 53, 59 and 61 cents, 
in effect to the points mentioned, were moderate. The condemna- 
tion of the rates, he said, was not consistent with the findings 
made in the Porter Oil Co. case, 172 I. C. C. 407, applying from 
groups 2 and 3 in Mid-continent field to points in Nebraska and 
Colorado south and west of the destinations involved in this 
case. Commissioners Meyer, Lee and Mahaffie concurred in 
the dissent. 


L. A. T. TRACKAGE OVER M. K. T. 


The Commission, by division 4, in Finance No. 8944, Louis- 
iana, Arkansas & Texas Railway Co. trackage, has authorized 
the L. A. & T. to operate under trackage rights over the Mis- 
souri-Kansas-Texas of Texas between Greenville and Dallas, 
Texas, approximately 54 miles. 

The L. A. & T. operates from Shreveport, La., to the 
Louisiana-Texas state line, about 20 miles, over a leased line of 
the Y. & M. V., and from the state line through Greenville to 
McKinney, Tex., about 182 miles. At Shreveport connection is 
made with the Louisiana & Arkansas, which is owned and con- 
trolled by the same interests that control the applicant, accord- 
ing to the report. At Greenville connection is made with the 
M.-K.-T. line, a yard is jointly operated and interchange regu- 
larly carried on. 

“By the proposed trackage operation,” said the Commis- 
sion, “it is expected that the handling of freight originating on 
the applicant’s lines and destined to Dallas and points beyond 
will be expedited, as well as traffic moving in the opposite direc- 
tion. It is further anticipated that the proposed publication of 
tariffs and schedules from and to Dallas will result in an in- 
crease in the applicant’s business, reduce its operating deficits, 
and prevent a possible abandonment of its operations. On traffic 
to, from and through Dallas a larger proportion of the revenues 
will be retained than is now the case.” 

The Texas & Pacific objected to the granting of the applica- 
tion. The Commission said that despite the showing by the 
shippers and local interests that proposed trackage operation 
would serve a public need, the T. & P. contended that such oper- 
ation was not required. As to the effect of the new service on 
the T. & P., the Commission said: 


The increased earnings expected by the applicant are based on 
an estimated daily movement of fifteen additional carloads of freight 
under the proposed trackage operation, yielding a gross revenue of 
$360,752 per annum. Of this number of cars, eight would be from or 
to Dallas and seven would move beyond. The applicant’s present 
traffic from, to and through Dallas is seven or eight cars a day. 
Some of the estimated increase, it is thought, will be new business, 
but the applicant admits the probability that more traffic would be 
diverted from the T. & P. than from any other Dallas line. The 
participation of the T. & P. in the case indicates that it contemplates 
a substantial loss of business. It is obviously impossible to deter- 
mine from the record what the exact result will be. Considering the 
several systems which serve Dallas and extend in nearly every direc- 
tion, it would not seem that the applicant’s operation into that center, 
under trackage right, could reasonably be found to affect the traffic 
of any one system very seriously. spite the numerous existing 
facilities an adequate showing has been made that the proposed 
operation would be a convenience to shippers. A more pressing con- 
sideration in favor of the applicant’s plan, however, is that of the 
need for larger revenues in order that a continuation of service on 
the L. A. & T. may be assured to the public. The estimates of new 
revenue may be unduly high, as contended by the protestant, but, 
as in the matter of service, we are disposed to permit the experiment 
to be made. Pointing to its own excellent physical condition and to 
its diminishing earnings, the T. & P. asserts that the applicant must 
expend more money upon its line than will be supplied by the addi- 
tional traffic that it will gain. The argument is not convincing. It 
is most unlikely that the Pgh ts ono increase in the L, A. & T. 
tonnage due to the proposed operation would be so great as to bring 
this about. It is more probable that such additional revenue as will 
be secured will merely enable the applicant to make the repairs and 
renewals needed, or a part of them, and this is certainly a justifiable 
object. The project should be regarded primarily as an effort to 
save the life of the property. In this respect it is similar to several 
other cases in which certificates have been issued, e. g., Construction 
of Extension by M. W. R. R. Co., 111 I. C. C. 377; Reorganization of 
Georgia & Florida Ry., 117 I. C. C. 473; Construction of Extension by 
Missouri S. R. Co., 150 I. C. C. 338. The T. & P. has a larger freight 
revenue per mile of line than any carrier here concerned. 


COMMISSION ORDERS 


1. & S. No. 3567, bananas and coconuts from Gulf ports to Okla- 
homa and Texas, and |. & S. No. 3608, bananas and coconuts from 
Gulf ports to Casper, Wyo. Commission’s order of March 14 modified 
so as to become effective on June 1, 1932, upon not less than 15 days’ 
notice instead of 30 days notice. 
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No. 25134, Goldring Packing Co. et al. vs. L. A. & §S, 
A. E. Brinegar; W. A. Allred; Block & Guss; W. H. Felsted; 1. i 
Keller; <A. . Leland; Archie McFarland & Son; Rae McFarland: 
R. H. Pitchforth Co.; Rodgers Live Stock Co.; Otto Schild; Geo, 7’ 
Segrist; Stewart Sheep Co.; Thomas Bros.; Frank Thomas; ang Joe 
Yragui permitted to intervene. 

No. 25133, Irvin Dougherty et al. vs. A. T. & S. F. et al. o E 
Fuller and Rodgers Live Stock Co. permitted to intervene. ; 

Finance No. 9094, application of F. E. C., and its receivers, for 
certificate to abandon the Mayport branch in Duval county, 
Jacksonville Beach Chamber of Commerce and Jacksonville Chamber 
of Commerce permitted to intervene. 

No. 24382, Yale Oil Corporation vs. C. B. & Q. Public Service 
Commission of State of Wyoming permitted to intervene. 

No. 25038, Chris Larsen et al. vs. D. & R. G. W. et al. 
Poulson; Block & Guss; A. H. Miller; R. H. Pitchforth Co.; Jame 
Rasmussen; and Rodgers Live Stock Co. permitted to intervene, 

No, 25168, Johnson City Foundry & Machine Co., Inc., vs. Southem 
et al. Chamber of Commerce of City of Bristol, Va.-Tenn., permitte 
to intervene. 

No. 25071, Growers’ and Shippers’ League of Florida vs. A. &R 
et al. 
and Western Fruit Jobbers’ Association of America permitted to jp. 
tervene. 

No. 22972, Boston Excelsior Co. vs. A. C. L. et al. Order furthe 
modified to become effective on July 1, 1932, upon not less than 3 
days’ notice, instead of June 1, 1932. 

No. 24993, John W. Eshelman & Sons vs. Pennsylvania et al. Reag. 
ing dismissed as a party defendant hereto. 

No. 25155, Albuquerque Natural Gas Co. et al. vs. A. T. & SF 
et al. Reading dismissed as a party defendant hereto. 

No. 25120, American Vitrified Products Co. et al. vs. A. & 4 
et al. Robinson Clay Products Co. of Pennsylvania permitted to in. 
tervene. 

No. 25143, Swift & Co. et al. vs. N. Y. C. et al. Oscar Mayer ¢ 
Co. permitted to intervene. . . 

No. 13413, in the matter of automatic train control devices. Pr. 
ceeding reopened for further hearing to permit the Union Pacific 
Railroad to submit evidence in support of its petition to permit the 
operation on its line between North Platte, Neb., and Cheyenne, Wyo, 
of locomotives equipped with automatic cab signals in lieu of the 
train control or train-stop devices as now required. 

Finance No. 8099, Chicago, Rock Island & Pacific Railway con- 
struction. The time prescribed within which the Chicago, Rock Island 
& Gulf Railway and Chicago, Rock Island & Pacific Railway shall 
complete the construction of the lines of road authorized in this pro- 
ceeding, has been extended to June 30, 1933. 

Finance No. 9284, application of the C. R. I. & P. for certificate 
to abandon a branch line of railroad in Minnesota. Railroad & Ware- 
house Commission of State of Minnesota permitted to intervene. 

Finance No. 9313, application of C. St. P. M. & O. for certificate 
to abandon a branch line of railroad in Minnesota. Railroad & Ware- 
house Commission of State of Minnesota permitted to intervene. 

No. 21772, interstate rates between points in Missouri and cases 
grouped therewith. Order heretofore entered in said proceedings on 
January 5, 1932, as since amended, is further amended so that, %9 
far as the same applies: to rates prescribed therein for application 
over routes between points in the sate of Missouri passing through 
another state, it shall become effective upon the further order of the 
Commission, instead of on June 17, 1932, as at present provided. 


No. 17000, part 7, rate structure investigation, grain and grain 
products within the western district and for export. The petitions 
for further reopening and modification filed by state of North Da- 
kota, Louisville Board of Trade and Peoria Board of Trade have been 
denied in view of the notice of hearing of April 12, superseding the 
notice of March 7 in this proceeding. 

1. & S. No. 3646, classification ratings on fruits and vegetables 
in western territory (and cases consolidated therewith, viz., Nos. 
13535 et al., 19732, 22450 and |. & S. 3688). Thé Railroad Commission 
of South Carolina permitted to intervene. , 

Finance No. 6518, Algers, Winslow & Western Ry. construction. 
The time prescribed within which the Algers, Winslow & Western Ry. 
is to commence and complete the construction of its northerly ex- 
tension has been further extended to September 1, 1932, and Sep- 
tember 1, 1933, respectively. 


L. et al 


PITCH COKE ORDER CHANGED 


The Commission, by division 3, in No. 23071, American Tar 
Products Co., and No. 20723, F. J. Lewis Manufacturing Co. vs. 
A. C. & Y. et al., the latter on further hearing, has issued what 
it calls a corrected order, the original and the corrected order 
both being dated April 11. The corrected order requires the 
carriers, not later than July 21, to establish rates on pitch coke, 
from Follansbee, W. Va., and Youngstown, O., to Massena, N. Y, 
and Niagara Falls, Ont., and from Dover O., Granite City, Il, 
and Fairmont, W. Va., to Niagara Falls, Ont., no higher than 175 
per cent of the first class rates established in the eastern class 
rate revision. The order as to Niagara Falls, Ont., is limited to 
the transportation within the United States. 

The original order required the carriers to establish rates, 
not later than July 21, on the basis of not more than 64 per cell 
of the contemporaneous sixth class rates, subject to the half cent 
rule for disposing of fractions. 


SUSPENDED TARIFFS 


In I. and S. No. 3743, the Commission has suspended from 
May 4 until December 4, schedules in supplement No. 4 to Het: 
ry’s I. C. C. No. 345. The suspended schedules propose to in- 
crease the rates on petroleum and its products, in carloads, from 
Oregon and Washington ports to destinations in northern Idabe. 
The following is illustrative, rates being in cents a 100 pounds: 


From Portland, Tacoma and Seattle to Moscow, Ida., present . 
grapes’ 581%4; Sandpoint, Ida., present 52%, proposed 70; Bonne 
erry, Ida., present 5514, proposed 74. 
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Proposed Reports in I. C. C. Cases 





TRUCK-BARGE PLASTER TRANSPORT 


Competition by trucks and barges on the New York state 
canal in the hauling of plaster and plaster articles from western 
New York to Atlantic coast terminals, in the opinion of Examiner 
M. L. Boat, expressed in a proposed report in fourth section 
application No. 14508, is not justification for reduced rates by 
the railroads made without regard to the long and short haul 
part of the fourth section. Therefore he has recommended denial 
of the application filed by W. S. Curlett, as agent for the affected 
carriers, for authority to establish reduced rates on the com- 
modities mentioned, on 50,000 pound carloads, from Akron, Clar- 
ence Centre, Oakfield and Wheatland, N. Y., to Atlantic coast 
terminals without observing the fourth section. The Atlantic 
Coast terminals referred to are those at and around New York, 
Brooklyn, and Jersey City. 

The Curlett application was for permission to establish a 
rate of 18 cents plus the Ex Parte 103 charges, from the grouped 
points of origin to the grouped points of destination, without 
reducing the rates from and to intermediate points to meet the 
competition of hauling by trucks to barges on the canal and 
transportation by barges to the destinations. Transportation of 
that sort, Boat said, began late in 1931. He said the transporta- 
tion had been small and that generally it had not been regarded 
as practical or economical, such as had taken place having, as he 
said, been due to clearly abnormal circumstances. He said that 
if the 7,081 tons that had moved over the canal route had been 
moved over the all-rail routes, the resulting revenue would have 
been $24,000. The reductions, if applied to the volume of all-rail 
plaster tonnage which moved in 1931, would have totaled about 
$80,000. One of the abnormal circumstances cited was the dis- 
tress of certain of the canal operators, causing the quotation of 
very low rates. But even assuming the recurrence of that condi- 
tion, Boat said it did not appear that sufficient tonnage would be 
attracted to justify the relief which would be necessary to make 
effective the substantial reductions in the rates proposed in the 
application. 


PETROLEUM PRODUCTS REPARATION 


Examiner Morris H. Konigsberg, in No. 23093, A. D. West 
et al. vs. A. T. & S. F. et al. and the twenty odd cases joined 
with it, has recommended that the Commission find not unrea- 
sonable or otherwise unlawful rates on gasoline and other 
petroleum products from points in Oklahoma, Kansas, Missouri 
and Texas, broadly speaking, the midcontinent refinery groups, 
to destinations in Nebraska, South Dakota, Wyoming and Colo- 
rado not within the findings in A. B. A. Independent Oil Co. vs. 
A. T. & S. F., 172 I. C. C. 375, and Porter Oil Co. vs. Same, 
172 I. C. C. 407. For the purpose of his report Examiner Konigs- 
berg joined with the Porter case, Forsythe Oil Co vs. A. T. & 
8. F., 148 I. C. C. 717, the Forsythe case having been reopened 
for reargument with the Porter case. He called them the Porter- 
Forsythe case. 

Complainants, the examiner said, apparently sought an award 
of reparation based on the findings of unreasonableness made 
in the A. B. A. case and the Porter-Forsythe case on shipments 
to destinations named in the complaints as well as a finding of 
unreasonableness and an award of reparation on shipments 
which moved to other points of destination in the same general 
territory. In other words, he said, an adjustment of rates was 
sought to specified destinations in the same general territory 
which would conform to the rates prescribed in the A. B. A. 
and Porter-Forsythe cases. The evident and primary purpose 
of the complainants located at the same points of destination 
a8 Were in issue in the A. B. A. and Porter-Forsythe cases was 
to obtain an award of reparation based on the findings made 
in those cases, said he. 

In Phillips vs. Grand Trunk, 236 U. S. 662 (35 S. Ct. Rep. 
444), Konigsberg pointed out, the Supreme Court held that a 
finding of unreasonableness in the past inured to the benefit 
of every person who had been obliged to pay the unjust rate 
and who initiated his claim within the statutory period. He 
Said a further hearing should be held to afford those com- 
Plainants an opportunity to prove damage. 

As to other points of destination, the examiner said, careful 
Consideration of the testimony offered by complainants and 
interveners did not justify a finding that the rates assailed 
Were or are unreasonable, 





This report also embraces sub-numbers under the title com- 
plaint, all against the Santa Fe et al., as follows: Nebraska 
Electric Power Co.; E. B. Larmore et al.; A. W. Wendt et al. 
(2); C. A. Jaenike et al.; Community Cooperative Oil Co.; Co- 
operative Oil Co. et al.; Emiel Thompson et al.; Farmers Co- 
operative Mercantile Association et al.; Albert Gregersen Jr. 
et al.; City of Randolph et al.; Alfred E. Galley et al.; Bertrand 
Cooperative Oil Co. et al.; Cooperative Oil Co. of Sutherland et 
al.; Alliance Motor Co. (2); Dan Hall et al.; Farmers Union 
Cooperative Association et al.; B. F. Bowen et al.; August Sin- 
ner et al.; Albert Spann et al.; A. F. Frost et al.; and A. L. 
Brigner et al.; No. 21656, Citizens Gas Co. vs. Same; and No. 
24467, Osborn Oil Co. et al. vs. C. B. & Q. et al. 


BARGE-RAIL TRANSFER AT ST. PAUL 

Examiner J. Edgar Smith, in a report on rehearing in No. 
21107, City of St. Paul vs. C. B. & Q. et al., has recommended a 
modification of the findings in the prior report, 168 I. C. C. 379, 
pertaining to the charges for moving traffic, in carloads, between 
the terminal of the government barge line at St. Paul, Minn., and 
industries at Minnesota Transfer, Minn. The report also covers 
a sub-number, Inland Waterways Corporation vs. Same. He 
recommends, for the future, the prescription of a charge, under 
section 1 and in observance of the policy declared by Congress 
in section 500 of the transportation act, 1920, not in excess of $16 
a car, between the barge line terminal and industries served by 
the Minnesota Transfer Railway Co., provided that the barge 
line shall pay per diem and per diem reclaim charges for cars 
used. 

Today, says Smith in his report, all movements in issue are 
handled from the barge terminal to Minnesota Transfer, or in 
the reverse direction, by the Milwaukee and the Transfer rail- 
roads, at a charge of $6.60 a car plus per diem and per diem re- 
claim charges; whereas, if there were any movements by the 
Great Northern or by the Northern Pacific, the intermediate 
services of the Bridge Terminal would be necessary and the 
charges would be increased by $4 a car. 

Smith said that the service in issue did not involve either 
prior or subsequent movement by rail, the issue having raised 
the question whether the movement was in the nature of switch- 
ing or road-haul service, the Commission having found, Smith 
said, that the service was terminal switching. 


DROUGHT RELIEF RATES 


Examiner William B. Wilbur, in No. 24755, Henry C. Stuart 
vs. Norfolk & Western et al., has recommended that the Com- 
mission find unlawful, unjustly discriminatory and unduly 
prejudicial a tariff regulation under which the complainant, a 
former governor of Virginia, was refused emergency rates on 
thirteen carloads of cattle feed to Blackford, Va., from various 
origins, because of his financial status, to the extent that it dis- 
criminated between shippers according to ability to pay. The 
examiner said the Commission should find that emergency rates 
were applicable on four carloads of cattle, denied on account of 
change in ownership, shipped from Fries, Va., over an interstate 
route, to Blackford, Va., where Mr. Stuart was feeding cattle 
for market. Wilbur proposed reparation on both feed and cattle. 
(See Traffic World, April 7, page 764.) 

The complainant, a supposedly wealthy farmer and stock 
man, was denied the benefit of the drought emergency rates in 
effect between August 15 and November 30, 1930, on the ultimate 
ground that he did not come within the classification of “needy 
farmer,” made by the Secretary of Agriculture in instructions to 
county agents for their guidance in the issuance of certificates 
upon which permits to ship were issued by the railroads. The 
railroads incorporated in their tariffs the definition of the Secre- 
tary of Agriculture of those who were to have the benefit of the 
half rates granted by the railroads. The Secretary of Agricul- 
ture ruled that Mr. Stuart was not a “needy farmer.” Certificates 
that had been issued were revoked and Stuart was compelled to 
pay the full rates because of his reputed financial status. 

Wilbur said the question was whether the regulation restrict- 
ing the reduced rates to so-called “needy farmers” was funda- 
mentally repugnant to the interstate commerce act in that it 
destroyed the equality between shippers or property transported 
under like conditions which the act fostered and protected re- 
gardless of a shipper’s financial status, or whether the regula- 
tion referred to, which was promulgated and administered by 
the Secretary of Agriculture, lawfully placed a discretionary 
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power in that official whose judgment could not be questioned 
in the exercise of that power. If the former interpretation was 
correct, the examiner said, the Commission might consider the 
merits in the present proceeding and award the relief sought, 
raparation only, if found justified. If the latter interpretation 
was correct, he added, it would be futile to consider the case on 
its merits. He accepted the interpretation which gave the Com- 
mission jurisdiction. 

The examiner said that in providing the emergency measure 
it was incumbent upon all concerned to conform their acts to the 
law. It was not obligatory, he said, for the railroads to place in 
their tariffs any regulation which did not conform to the law, 
regardless of how those regulations originated. If, under a mis- 
apprehension, the defendants collected an amount in excess of 
the lawful charges, complainant was entitled to reparation. 

The interstate commerce act, Wilbur said, did not provide 
for discrimination, based upon financial status, between shippers 
or receivers of property transported under like conditions. The 
regulation providing a limitation to “needy farmer,” Wilbur said, 
was repugnant to the act. The term, he said, connoted a discrim- 
ination between persons engaged in farming according to their 
ability to pay. Wilbur said there was no controversy as to the 
complainant having been engaged in farming and cattle raising 
as a farmer located in a designated drought stricken area, and, 
in all respects, came within the class to be helped by the reduced 
rates. 

“He was denied those rates on 13 carloads of feed while 
the reduced rates were in effect solely on the ground of financial 
status after exhausting all means within his power to conform 
to the tariff regulations,” said the examiner. “Reparation should 
be granted in this case.” 


PROPOSED REPORTS 


Silicate of Soda 


No. 24623, South West Box Co. vs. A. T. & S. F. et al. By 
Examiner Paul Coyle. Dismissal proposed. Rate, silicate of soda, 
Fortville, Ind., to Sand Springs, Okla., not unreasonable or unduly 
prejudicial. 

Secondhand Machinery 

No. 24620, George E. Breece Lumber Co. vs. A. T. & S. F. 
et al. By Examiner J. P. McGrath. Dismissal proposed. Rates, 
secondhand machinery, Flagstaff and Williams, Ariz., to Cloud- 
croft, N. M., applicable. 

Logs 

No. 24824, A. K. Foss vs. N. C. & St. L. By Examiner G. O. 
Basham. Dismissal proposed. Rates, logs, Forest Mills and 
Summitville, Tenn., to Chattanooga, Tenn., via interstate route, 
not unreasonable. 

Corn and Wheat 


No. 24580, Noble & Reid Grain Co. et al. vs. C. B. & Q. et al. 
and a sub-number, Good Brothers Grain & Seed Co. vs. Same 
By Examiner Leland F. James. Dismissal proposed. Rates, corn 
and wheat, points in southwestern Iowa to St. Louis, Mo., not 
unreasonable. Damages under an allegation of undue prejudice 
not proved. 

Bulk Dried Blood 

No. 24841, Standard Rendering Co. vs. M. P. et al. By 
Examiner John Davey. Dismissal proposed. Rate, bulk dried 
blood, carloads, New Orleans, La., to Kansas City, Mo.-Kan., 
not unreasonable. 

Coal 


No. 23949, Amherst Elevator Co. et al. vs. A. T. & S. F. 
et al. and No. 23960, Archer et al. vs. Same. By Examiner 
Myron Witters. Dismissals proposed. Rates, coal, mine groups 
in southern Colorado and northern New Mexico, to destina- 
tions in the panhandle of Texas, not unreasonable in the past, 
prior to June 12, 1930. Rates, same origin groups, to Matador 
and Roaring Springs, Tex., not unreasonable. 

Fish Oil 

No. 24918, Harvotis Corporation vs. Central of New Jer- 
sey et al. By Examiner L. J. P. Fichthorn. Rate, fish oil, in 
tank cars. Southport, N. C., to Bayway, N. J., unreasonable to 
the extent it exceeded 47.5 cents subject to minima prescribed 
in Cook, Swan & Young Corporation vs. Apalachicola Northern, 
155 I. C. C. 646, namely, in cars of 60,000 pounds capacity or 
less, 98 per cent of the shell capacity, and in tank cars of 
more than 60,000 pounds, minimum of 60,000 pounds. 


Coal and Coke Relief 


Fourth section application Nos. 66, 680 et al. By Examiner 
C. K. Glover. Proposes that the Commission shall grant authority 
to establish, in some instances, and, in other instances, to con- 
tinue and maintain rates, bituminous coal and coke, points in 
Pennsylvania, Maryland, West Virginia, Kentucky and Ohio to 
destinations in central freight and trunk line territories, and on 
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cannel coal and coal briquettes, points in Kentucky, Virginia 
and West Virginia to Indianapolis, Ind., without observing the 
long and short haul part of the fourth section, subject to the 
usual conditions about increases without authority, rates jn ex: 
cess of the lowest combinations, and circuity. 


Glass Bottles 


No. 24804, Fairmont Glass Works, Inc., vs. C. C. C. & st, 1 
et al. By Examiner L. J. P. Fichthorn. Recommends Comnis. 
sion find rate, glass bottles of less than one gallon capacity 
Indianapolis, Ind., to Atlanta, Ga., which moved over a route 
less than 15 per cent longer than the shortest existing route Over 
which carload traffic could be moved without transfer of lading 
unreasonable to extent it exceeded 65 cents and award repara. 
tion. Rates, Indianapolis to Atlanta, Ga., and Nashville, Tenp, 
on shipments moved as routed by complainant over circuitous 
routes, not unreasonable. 


Dressed Beef and Lamb 


No. 24997, Hansen Packing Co. vs. C. B. & Q. et al. By Rx. 
aminer Harold M. Brown. Reparation of $597.53 recommended 
on finding rate, dressed beef and dressed lambs, Butte, Mont., to 
New York, N. Y., unreasonable and unduly prejudicial in the 
past to extent it exceeded $2.40. 


Sand 


No. 24916, Koss Contruction Co. vs. C. B. & Q. By Exam. 
iner Roy E. McKee. Dismissal proposed. Rate, sand, Des 
Moines, Ia., to Andover and Blythedale, Mo., not unreasonable 
or otherwise unlawful. 


Watermeions 
No. 24719, Jack Bros. & McBurney Co. vs. S. P. et al. By 
Examiner L. H. Dishman. Dismissal proposed. Damages not 
shown to have resulted from the misrouting of a carload of 
watermelons, Westmorland, Calif., originally destined to Butte, 
Mont., but diverted in transit to Spokane, Wash., and forwarded 
after arrival there to Dishman, Wash. 


Bituminous Coal 


No. 23358, Blytheville Cotton Oil Co. et al. vs. St. L.-S. F. et 
al. By Examiner Edgar Snider. Dismissal proposed. Rate, 
bituminous coal, mines in Alabama to destinations in Arkansas, 
not unreasonable. 

Green Glue Stock 


No. 23728, American Glue Co. et al. vs. Boston & Maine et 
al., No. 23806, Leas & McVitty, Inc., vs. C. & O. et al., and No. 
24407, Armour & Co. vs. A. C. & Y et al. By Examiner P. F. 
Mackey. Rates, green glue stock, points in official territory to 
Springdale and Philadelphia, Pa., and from Buena Vista, Salem 
and Pearisburg, Va., to Springdale, not unreasonable in the 
past, but unreasonable for the future to the extent they may 
exceed 90 per cent of the sixth class rates. An order for the 
future proposed. 

Paint Spraying Booths 


No. 24887, Mahon Co. vs. M. C. et al. By Examiner L. B. 
Dunn. Rate, paint spraying booths, Detroit, Mich., to East Pent- 
sylvania Junction, Pa., unreasonable to the extent it exceeded 
49 cents, minimum 36,000 pounds. Proposed to be found that 
complainant made the shipment and bore the charges thereon 
in excess of 42 cents. Reparation of $357.62 proposed. 


Wrought Iron Pipe 


No. 24870, Lone Star Gas Co. vs. G. C. & S. F. et al. By 
Examiner Roy E. McKee. Rate, wrought iron pipe, Marietta, 
Okla., to Gainesville, Tex., unreasonable to the extent it ex 
ceeded 16 cents, minimum 36,000 pounds. Reparation of $18 
proposed. Rate, also on wrought iron pipe, Wynnewood, Okla., 
to Gordon, Tex., inapplicable. Applicbale rate 48.5 cents, un- 
reasonable to the extent it exceeded 43 cents, minimum 36,000 
pounds. Proposed to be found that there is an outstanding 
undercharge of $39.12, which the defendants should collect. 


Rails and Track Material 


No. 24238, West Virginia Rail Co. vs. C. & O. et al. By 
Examiner A. J. Sullivan. Rates, iron and steel and railway 
track material, Huntington, W. Va., to points in Kentucky and 
Tennessee, south of Louisville, Ky., and north of Vanleer, Tenn. 
and points west thereof; and all points in Kentucky on the 
Illinois Central southwest of Louisville and northeast of Fulton, 
Ky., and points east thereof, unreasonable, to the extent they 
exceed or may exceed rates of $2.50 a long ton to interchange 
points of the Chesapeake & Ohio, the originating carrier, with 
southern lines, plus distance scale factors shown in the report. 
The scale begins with a rate of 120 cents for 10 miles and under, 
becomes 300 cents at 100 miles; 420 cents at 200 miles; 520 
cents at 300 miles; 620 cents at 400 miles; and runs out with 
a rate of 720 cents for the block between 500 and 520 miles, all 
rates being in cents a long ton. The examiner said that wherever 
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ombination of intermediates was lower than the prescribed 
gh rates the lower combination should apply. 


Oil-Well Drilling Machines 


No. 24842, Star Drilling Machine Co. vs. A. T. & S. F. et al. 
py Examiner Robert M. Furniss. Rate, oil-well drilling machine 
and accessories, Frannie, Wyo., to Chanute, Kan., proposed to be 
found jnapplicable. Applicable rate $1.835, not unreasonable. 
Reparation of $83.39 proposed. 


Apples 


No. 24940, Stacy Fruit Co. vs. C. M. St. P. & P. et al. By 
Examiner Roy E. McKee. Dismissal proposed. Rate, apples, 
Fruitland and Payette, Ida., and Lamb, Utah., to Eau Claire, 
Wis., not unreasonable or otherwise unlawful. 


the ¢ 
throu 


N. & W. ABANDONMENT 


Examiner R. L. Irwin, in Finance No. 8813, Norfolk & West- 
ern Railway Co. abandonment, has recommended that the Com- 
mission permit the abandonment of that part of the Potts Valley 
branch extending from Oehl, Va., to Paint Bank, W. Va., a dis- 
tance of about 33.57 miles. He has recommended the dismissal 
of that part of the application seeking permission to curtail 
service on the branch between Potts Valley Junction and Oehl 
on the ground that curtailment of service is not within the pur- 
view of section 1 (18) of the interstate commerce act. Exhaus- 
tion of the timber along the branch and a finding that the ore 
deposits were not commercially workable were given by the 
applicant as ground for its desire to abandon the part of the 
branch indicated and to curtail the service on that part of the 
branch not proposed to be abandoned. 


FINANCE APPLICATIONS 


Finance No. 9371. Marquette & Bessemer Dock & Navigation 
Co, asks authority to abandon ferry line and service, Conneaut Harbor, 
0,, to Port Stanley, Ont. Applicant says it previously handled large 
tonnages of railroad fuel coal moving from U. 8S. into Canada and 
this traffic formed the larger part of its tonnage. This traffic now 
largely moves by all-rail routes or by cargo boats. 

Finance No. 9373. Norfolk & Western Railway Co. asks authority 
to abandon Abingdon branch, 19.43 miles, in Ashe county, N. C., West 
Jefferson to Elkland. 

Finance No. 9374. Cincinnati Union Terminal Co. asks authority 
to issue $12,000,000 of first mortgage 5 per cent gold bonds, series C, 
and to issue and renew from time to time $5,000,000 of short-term 
promissory notes in connection with financing construction of union 
passenger station, equipment terminal and connecting tracks in Cin- 


cinnati, O. In sub-number applications the C. C. C. & St. L., the 
= . — the B. & O., and the N. & W. ask authority to guarantee 
the bonds. 


Finance No. 9365 Tittabawassee Railroad Co. asks authority to 
issue $500,000 of capital stock, par value $100 a share, in connection 
with acquisition of line from Dow Chemical Co. in Midland County, 
Mich., and construction of extensions thereto. 

Finance No. 9369. Chicago, Milwaukee, St. Paul & Pacific Rail- 
road Co. asks authority to abandon narrow gauge line between 
Bellevue and Cascade, Ia., 36 miles. 

Finance No. 9377. Maine Central Railroad Co. asks authority to 
issue $916,000 of first mortgage 6 per cent gold bonds dated June 1, 
1932, due December 1, 1935, to be pledged as collateral in connection 
oy 5 ae loan from Reconstruction Finance Corporation for 





UNCONTESTED FINANCE CASES 


Report and order in F. D. Nos. 9271 and 9271-Sub. No. 1, au- 
thorizing (1) the Baltimore & Ohio Railroad Co. to issue not exceeding 
$55,813,000 of refunding and general mortgage, series E, 6 per cent 
bonds; all or any of said bonds to be pledged and repledged from 
time to time until June 30, 1934, as collateral security for ariy note 
or notes which it may issue within the limitations of section 20a(9) 
of the interstate commerce act, and in substitution for and/or in 
equalization of existing collateral under present loans having a 
maturity of not more than two years from date and/or as collateral 
for loans having maturity more than two years from date; and (2) 
certain subsidiaries of said railroad company to issue their bonds in 
various amounts aggregating $12,861,000 and deliver them upon the 
order of the Baltimore & Ohio Railroad Co. to trustees under cer- 
tain mortgages; approved. 

Report and order in F. D. No. 9326, authorizing the Aberdeen and 
Rockfish Railroad Co. to procure the authentication and delivery of 
hot exceeding $127,000 of 20-year 6 per cent gold bonds to refund a 
like amount of outstanding first-mortgage bonds, approved. 

Report and order in F. D. No. 9345, St. Louis Southwestern Rail- 
way Co. Securities, (1) authorizing the St. Louis Southwestern Rail- 
way Co. to issue (a) not exceeding $4,500,000 of promissory notes 
and to pledge pro rata as collateral security not exceeding $6,375,000 
of applicant’s general and refunding mortgage 5 per cent gold bonds, 
Series A, and $132,000 of Southern Illinois & Missouri Bridge Co. 4 
per cent first-mortgage bonds, and (b) not exceeding $750,000 of 
Promissory notes payable to the Railroad Credit Corporation, its suc- 
cessors or assigns, and to pledge as collateral security the appli- 
cant’s equity in certain bonds to be pledged for a loan from the Re- 
construction Finance Corporation; the notes under (a) to be issued 
to refund in part bank loans, and under (b) to procure funds to pay 
maturing interest; and (2) dismissing that part of the application 
which seeks authority to pledge certain securities and other assets 
as collateral for the notes to be issued to the Railroad Credit Cor- 
poration, approved. 

Report and certificate in F. D. No. 9085, permitting (a) the Findlay 
Belt Railway Co. to abandon, as to interstate and foreign commerce, its 
entire railroad in Hancock County, Ohio, (b) the Cincinnati, Sandusk 

Cleveland Railroad Company to abandon part of its Findlay Branc 
in said county, and (c) the Cleveland, Chicago & St. Louis Railway 
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Co. and the New York Central Railroad Co. to abandon operation 


thereof, approved. 
Report and order in F. D. Nos. 9292, 9293, 9294, 9295 and 9307, 


(1) authorizing the St. Louis-San Francisco Railway Co. (a) to issue 
not exceeding $944,000 of prior-lien mortgage 6 per cent gold bonds, 
series E, to be pledged with the trustee of the consolidated mort- 
gage; (b) upon pledge of the prior-lien mortgage bonds, to issue 
not exceeding $1,679,000 of consolidated mortgage 6 per cent gold 
bonds, series B, said bonds to be pledged and repledged from time 
to time as collateral security for any loan or loans that have been 
or may hereafter be made to that carrier by the Railroad Credit 
Corporation; and (c) to issue from time to time not exceeding 
$1,679,000 of consolidated mortgage 6 per cent gold bonds, series C, 
in exchange for and in amount equal to any of the $1,679,000 of con- 
solidated mortgage 6 per cent gold bonds, series B, presented for 
conversion; and (2) authority granted (a) to subsidiaries of the 
St. Louis-San Francisco Railway Co. to issue promissory notes in 
the amounts indicated: St. Louis, San Francisco & Texas Railway 
Co. $23,014.05, Fort Worth & Rio Grande Railway Co. $49,569.87, and 
Birmingham Belt Railroad Co. $6,671.10; and (b) to the Quanah 
Acme & Pacific Railway Co. to issue $87,000 of its first mortgage é 
per cent gold bonds; said obligations to be delivered to the St. Louis- 
San Francisco Railway Co. in respect of capitalizable expenditures 
made to the properties of the subsidiaries, approved. 

Report and order in F. D. Nos. 9315 and 9327, authorizing (1) 
the Minneapolis, St. Paul & Sault Ste. Marie Railway Co. to issue a 
promissory note or notes for not exceeding $580,340 in connection with 
a loan or loans to the Wisconsin Central Railway Company from 
the Railroad Credit Corporation; and (2) the Wisconsin Central Rail- 
way Co. to assume obligation and liability, as guarantor, in respect 
of not exceeding $696,660 of promissory notes of the Minneapolis, 
St. Paul & Sault Ste. Marie Railway Co., approved. 

Report and certificate in F. D. No. 8687, authorizing the St. Louis 
& Ohio River Railroad to operate under trackage rights over certain 
portions of the line of the Alton & Southern Railroad in St. Clair 
county, Ill., approved. 


CHICAGO SWITCHING RATES 


Further hearing in the Commission’s investigation of switch- 
ing rates in the Chicago district, docket 19610, and hearing in 
the formal complaint case, docket 24950, Acme Steel Company 
and others against the Santa Fe and others, was begun at 
Chicago before Examiners Faul and Wilbur May 2. Hearing in 
the reopened case, docket 19610, is limited to issues as to the 
relation of rates and charges for switching in intrastate com- 
merce to those applicable to interstate movements within the 
district, the case having been reopened as a result of a thir- 
teenth section petition of the carriers. At present, two sets of 
rates apply within the district, one on intrastate traffic and the 
other on interstate. As a result of the Commission’s order in 
the general investigation, the interstate rates were increased 
to 3, 31%, and 4 cents for one, two, and three or more line hauls, 
respectively. The state commissions of Illinois and Indiana 
refused to permit the carriers to increase the intrastate rates, 
so that they have remained at 2%, 2%, and 3 cents a hundred 
pounds, depending on the number of lines involved in a move- 
ment. Prior to the effectiveness of the interstate order, the 
rates throughout the district, with exceptions as to certain com- 
modities, had been on a uniform basis in accordance with what 
is known as the Lowry agreement. 

After considerable jousting between attorneys for the Car- 
riers and shippers the first day of the hearing, it was decided 
to take the testimony in docket 19610 first, with the understand- 
ing that the testimony in either case relative to issues in the 
other would be stipulated into both records. To this was added, 
by Luther Walter, attorney for a number of the Chicago ship- 
ping interests, the statement that it was assumed that all the 
record in 19610 would be considered in docket 24950, the formal 
complaint case. Any effort to introduce the issue of reasonable- 
ness of the interstate rates into the reopened thirteenth section 
case was, with the assistance of the examiners, successfully 
repulsed by J. N. Davis, Milwaukee attorney, handling the case 
for all the carriers. 

Carrier testimony as to operating conditions in the district, 
and as to the effect of the double basis of rates both on their 
revenues and operations, was presented by a series of witnesses 
May 2, 3 and 4. It was shown that, by reason of the state rates 
being lower than the interstate rates, based on tonnage handled 
in September, 1926, the loss to the carriers was $2,045,048 annu- 
ally. Studies of the movement in periods since the fall of 1929 
were introduced to show loss in revenue computed in terms of 
the periods of the studies, the general decline in business, and 
the consequent greater need of the carriers of “compensatory” 
rates. Based on a week’s movement in November, according to 
the testimony, the annual loss in revenue resulting from a lower 
intrastate basis than applied interstate amounted to $1,017,593, 
while a study made in January, 1932, showed that the loss 
amounted to $981,564. Other studies purported to show that, 
since the higher interstate rates had taken effect, the movement 
by intrastate routes, relative to that by interstate routes, had 
increased. 

An anomalous situation was created the afternoon of May 4, 
when Mr. Davis stated, or was understood to have stated, that 
he rested his case. Up to that time no traffic witnesses had 
been presented. Immediately following a short recess, Mr. 
Walter and representatives of the state commissions announced 
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that they, also, rested their cases. That was followed by a 
statement from Mr. Davis that he had been misunderstood—that 
he had more witnesses to appear on the following day, but that 
there had been some question as to their being ready to take 
the stand. In the recess, however, he had ascertained that they 
would be ready, he said. 

To the testimony as to revenue discrimination resulting from 
a double basis of rates, further testimony was added showing, 
according to the witnesses, that shippers were located on either 
side of the Illinois-Indiana state line; that they were in competi- 
tion, and that there was discrimination as a result of one being 
charged higher rates than another. 

Shippers and the state commissions began the presentation 
of their case May 5. It was indicated that the state commissions 
would defend the state rates as representing a reasonable maxi- 
mum, with emphasis on the contention that a change in existing 
intrastate rates could not be lawfully allowed on a record closed 
in 1928, which, in addition to being old, was characterized as 
incomplete. 

A. H. Schweitert, assistant traffic director of the Chicago 
Association of Commerce, stated his position as in opposition 
to anything interfering with a uniform basis of rates in the 
district, without reference to level of rates. 

The following carrier witnesses were heard: Glen F. Vivian, 
statistician, Milwaukee; G. J. Shreeve, general superintendent, 
Belt Railway; A. E. Jacoby, trainmaster, Pennsylvania; R. A. 
Barlow, trainmaster, B. & O. C. T.; F. A. Meyers, operating 
representative, Indiana Harbor Belt; C. L. Whiting, superintend- 
ent of terminals, Milwaukee; J. P. Falk, superintendent, Burling- 
ton; V. B. Landon, secretary, Coordination Committee of Chicago 
Terminals; W. H. Ward, general freight agent, Indiana Harbor 
Belt; H. M. Jouver, general freight and passenger agent, B. & 
o. C. F. 


MILEAGE SCALES CONSIDERED 


The final upshot of the meeting at Chicago, May 5, to launch 
a national organization to combat the spread of mileage scales 
was the adoption of a resolution presented by Murray Billings, 
traffic manager, Illinois Steel Company, and seconded by H. A. 
Hollopeter, traffic manager, Terre Haute Chamber of Commerce, 
directing the chairman of the meeting, W. E. Rosenbaum, to 
appoint a steering committee of five members, with himself as 
chairman, to devise ways and means of future procedure. The 
effect of the resolution was to give expression to the feeling 
of those present that it would be better to make progress 
slowly than to pass resolutions that might be no more thap 
“empty gestures.” 

The meeting was called as the result of a previous meet- 
ing in Chicago, April 6 (see Traffic World, April 9, p. 793), and 
was attended by some twenty-five shipper representatives. The 
fact that the attendance was not large was commented on by 
Mr. Rosenbaum, at the opening, who said various hearings and 
other proceedings in progress were, he thought, responsible for 
the absence of a number of those interested in the program. 
Letters and telegrams, offering cooperation and advice, had been 
received from both rail and industrial traffic men all over the 
country, he said. 

The function of the steering committee to be appointed by 
Mr. Rosenbaum, according to the resolution and discussion pre- 
ceeding its adoption, will be to arrange for meetings in different 
sections of the country and stimulate leadership in individual 
communities. It was desirable that opinion among those op- 
posed to mileage scales be crystallized and clarified in the local 
communities before any definite action in connection with the 
formation of a national organization was undertaken, according 
to the remarks. The facts that times were hard and that travel- 
ing expenses were not always available were pointed out as 
reasons why it would be difficult to obtain a single large na- 
tional meeting, bringing together all those interested in the 
subject. 

The discussion indicated that there was considerable feel- 
ing among those present that it might not be necessary to make 
any radical changes in existing transportation law to bring 
about the ends desired, but that only a change in administration 
of the law was called for. A number of uncomplimentary re- 
marks about the Commission’s bureau of traffic—or “bureau of 
compromises”—were made by speakers from the floor. 

Previous to this, however, a mimeographed copy of a lengthy 
resolution calling for the repeal of the Hoch-Smith resolution 
and other changes in transportation law was distributed. It was 
prepared by Mr. Rosenbaum in response to a resolution adopted 
at the previous meeting. The proposal covering repeal of the 
Hoch-Smith resolution, which was in the form of a resolution 
to be adopted by Congress, included a paragraph saying: 


It is hereby delared to be the policy of the Congress to ‘give the 
competitive needs of the carriers and industry alike, rather than dis- 
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tance, paramount consideration in the making of freight rates, to t, 
end that the freedom of movement of interstate commerce yjjj be 
facilitated and promoted rather than hindered. 


That paragraph was criticized by W. D. Goble, traffic map. 
ager, Findlay (O.) Chamber of Commerce, as “legislative rat, 
making,” and as, perhaps, no better, in that respect, than gome 
of the things that they were trying to get rid of. 

J. H. Beek, executive secretary of the National Industrijg) 
Traffic League, was called on to tell what consideration th. 
League had given the general subject of mileage rates. He ro. 
plied that it had spent approximately a day discussing the matte 
at its last meeting in New York, but that no action was taken, 
due to the diversity of opinion among the members. “Few g 
us are wedded to mileage scales as such,” he added, “but, per. 
sonally, I am at a loss as to how we are going to get away from 
the mileage principle.” He pointed out that the traffic problems 
of the country have changed greately since “the old days” whep 
competitive factors were dominant in rate structures. Points 
between which competition was felt had been greatly multiplied, 
he said, and the law on discrimination was such that he could 
see no way out. 

Others expressed the view that a principal cause of the 
situation complained of was extensive general rate investigations 
conducted by the commission in late years. In that connection, 
Cc. S. Bather, of Rockford, referred to “these damnable 1700) 
investigations.” Such proceedings, he said, had served greatly 
to intensify “our troubles.” 

Complexities of the problem of finding a substitute for the 
mileage principle, it was agreed, called for some clarification 
of the “aim” of any group that might be organized to fight it. 
Mileage, it was agreed, could not be eliminated entirely in arriy- 
ing at just and reasonable rates; a modification in its application 
was what was sought. ‘We can all agree on the principle that 
it has been carried too far,” said Mr. Hollopeter. 

Despite the difficulties of the problem, insisted Mr. Rosen. 
baum, there must be some solution. He urged that the traffic 
man take action. “My observation is that the traffic man 
doesn’t put his best foot forward,” he commented. “He spends 
all his time in the background, while doctors, lawyars, and others 
make the transportation law. The traffic man is in a better 
position than any of these to know what is the matter with the 
railroads, yet he sits idly by and does nothing.” 

Mr. Billings prepared the way for the resolution which he 
presented by saying, among other things, that it was no time 
for passing resolutions. “Get some power behind the idea,” he 
urged, “and then a resolution may do some good.” 


GRAIN CASE HEARING 


Two state commission witnesses, a representative of the 
farmers, and a series of railroad witnesses were heard this 
week at the reopened hearing in the Hoch-Smith grain case, 
docket 17000, part 7, before Examiners Mackley and Hall at 
Chicago. (See Traffic World, April 30, p. 920.) It was announced 
that the hearing would convene at Kansas City Wednesday, May 
11, following adjournment at Chicago. 

A continuation of the statistical presentation of the condi- 
tion of the western lines was made by L. E. Wettling, manager, 
Statistical Bureau, Western Lines. He appeared the first day 
of the hearing, but exhibits not then ready were presented this 
week. They showed that the return of the western railroads 
in the first two months of this year, on book value, was .13 
per cent—33 class I carriers operating at a deficit for the two 
months. One exhibit covering return on investment of lines 
operating the preponderance of the western territory mileage 
showed that their return on investment in 1931 was 1.86 per 
cent, as compared with a return of 3.93 per cent, average, for 
the previous ten years. All traffic in 1927, the witness said, was 
only 72.43 per cent of that carried in 1927. Earnings of west- 
ern lines since passage of the transportation act, he showed, 
had been $2,440,000,000 short of that which would have beel 
necessary to give them a return of 5.75 per cent on their invest 
ment to date. In addition to other detailed testimony dealing 
with decline in passenger and freight revenues, exhibits intro 
duced by the witness showed a great reduction in less-carload 
tonnage of the western lines—the figures indicating a materially 
greater shrinkage in that class of traffic than has occurred for 
the country as a whole. In the five years 1916 to 1920, incl 
sive, according to the figures presented, the western carriers 
handled an average of 26 million tons of less-carload freight 
annually. That had dropped to 14 million tons in 1930 and, iD 
1931 (last three months estimated), it was only 10% milliod 
tons. 

Reports made to the Railroad Credit Corporation for the 
first two months of the year indicated that the railroads of the 
country would receive approximately 62 million dollars of rev 
enue from the increased rates granted in the 15 per cent casé, 
according to Mr. Wettling, instead of the 125 million estimated 
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ne time of the decision in the case. Of that increase for all 
ines, the western carriers, according to his computations, would 
receive approximately 16% million dollars. 

General economic testimony, particularly facts relating to 
the condition of the farmer, were presented by Governor Shafer, 
of North Dakota, who was presented by the state commissions, 
and by C. E. Huff, president of the Farmers’ National Gain Cor- 
poration, who was placed on the stand by Clyde Reed. 

Briefly, Governor Shafer said the farmers were bankrupt 
and in no condition to stand any increase in freight rates; that 
4 return in their prosperity and that of the country would be 
assisted by a lowering of the rates applicable to their products. 

Following more or less extensive generalizations on the part 
of Mr. Huff as to the farmers’ situation, he was subjected to 
cross-examination as to his qualifications as an “expert” on farm 
matters. In the course of that it was developed that at the 
time he was engaged in farming, prior to 1920, he had operated 
a general store, and that for a time after that he was a preacher. 
Mr. Huff remonstrated against questions asked by A. B. Enoch, 
Rock Island attorney, and others, saying that an effort was being 
made to ruin his reputation. He referred to the period in which 
he was a preacher as the only “blot” on his life. 

Results of studies showing the movement of grain from 
Missouri River markets and Minneapolis to St. Louis, Chicago 
and southeastern destinations were presented by a number of 
traffic and accounting witnesses, including G. A. Hoffelder, assist- 
ant general freight agent, Burlington; F. C. Furry, assistant 
general freight agent, Illinois Central; W. F. Miller, freight 
auditor, Milwaukee, and C. H. Nutt, auditor, freight accounts, 
Alton Railroad. 


LAKE-RAIL REVISION PROTESTS 


A revision of rail-lake and rail-lake-rail joint class rates via 
Great Lakes ports, proposed by the rail carriers, effective May 
12, has brought requests for suspension from the Detroit & 
Cleveland Navigation Co., the Cleveland & Buffalo Transit Co., 
two affected lake lines, the Detroit Board of Commerce, New 
England Traffic League, Boston Chamber of Commerce, New 
Bedford Board of Commerce and from individual shippers. 

New England protestants assert that the proposed increase 
would be contrary to the Commission’s conclusion in the east- 
ern class rate revision report. The Detroit protest says that 
Curlett and Jones tariffs proposing the changes would have the 
effect of cancelling the existing rail-lake and rail-lake-rail class 
rates from stations in eastern trunk line and New England ter- 
ritories, and, to some extent, existing lake-rail, rail-lake and 
rail-lake-rail rates between some points in New York and Penn- 
sylvania on the one hand and stations in Illinois, Indiana, Iowa, 
Michigan, Missouri and Ohio on the other. In lieu thereof, the 
Detroit protest said, it was proposed to apply rates which would 
be unreasonable per se and constitute such drastic increases 
over and above the existing rates that the differential between 
the proposed rates and the existing all-rail rates would become 
relatively unimportant and make it uneconomically impossible 
for users of the services provided by parties to these tariffs to 
continue routing freight via the lake lines. 

The New England Traffic League protest said that the pro- 
posed rates from Boston to Detroit on.the six classes would be 
the following, in cents 100 pounds: 122, 104, 85, 61, 43 and 34 
whereas the ones in use in the last season of navigation were: 
103, 91, 69.5, 48.5, 41 and 35. 

The Trunk Line Association, in answer to the protests and 
requests for suspension, said that the proposed rates represented 
an adjustment with relation to the new all-rail rates prescribed 
in the eastern class rate revision. That revision went into 
effect December 3 last. The association pointed out that the 
eastbound and westbound differentials, lake-rail and rail-lake- 
rail under all-rail, differed from each other. The new basis, it 
said, was to apply, in both directions, the higher of the differ- 
entials, using New York as the base point and adjusting the 
differentials to and other points by the use of a formula, which, 
even to the Commission men accustomed to dealing with such 
matters, appeared complicated. 


PRACTICES OF CARRIERS 


Asserting that further hearings will involve an unnecessary 
and unfair expense to the shipping public and that this is no 
time to impose additional burdens and handicaps upon the 
railroad transportation system, the National Industrial Traffic 
League has filed a motion with the Commission, in Ex Parte 104, 
Part II, terminal services of Class I carriers, to cancel the assign- 
ment for hearings in its notice of April 15, contemplating hear- 
ings at sixteen cities, beginning in Atlanta, Ga., on May 2 and 


at t 


’ ending at Pittsburgh, Pa. on August 1, to be held by Director 


of Service W. P. Bartel and Examiner C. M. Bardwell. 
Assuming that the Commission might not grant the motion, 
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the League asked in such an event that the Commission define 
more clearly the intended scope or limitation of the hearings. 
Further it asked the Commission to declare the taking of testi- 
mony in Part II now concluded, without further hearings, and 
instruct its examiners to prepare and serve a proposed report 
(either with or without briefs from interested parties), the pro- 
posed report to be subject to exceptions and oral argument, on 
the questions of law involved, as applied to the facts of record. 

The League said that, if the Commission were not convinced 
of the soundness of the motion, a rule to show cause shotild be 
directed to all counsel of record (including counsel for the Com- 
mission), as to why such further hearings should not be can- 
celled and a proposed report be prepared on the present record. 

The League rested its motions on several grounds. One of 
them was that the questions stated in the Commission’s notice 
of April 15 involved fundamental transportation principles as to 
which the law, as well as the practice in the United States, was 
well settled and expressed in decisions of the Supreme Court 
and of the Commission. Another was that the record already 
made amply sustained the propriety of the present practices as 
to terminal deliveries and allowances not only throughout official 
territory but throughout southern and western territories, al- 
though only railroad witnesses had been heard, and that further 
hearings would serve no useful and legitimate purposes com- 
mensurate with the time and expense involved. The League 
asserted that the further hearings would involve large expendi- 
tures by the Commission which it “will certainly not wish to 
incur when it understands the true nature of the situation, par- 
ticularly in view of the public demand and efforts of Congress 
to accomplish economy and savings in public expense.” It fur- 
ther said that the hearings would involve an unnecessary and 
unfair expense to the shipping public and put a serious burden 
of expense on the railroads. 

“The Commission,” said the argument in support of the 
motions, “must surely know that there is no complaint or dis- 
satisfaction, either among the shippers or among the carriers, 
with the present practices and the present law.” 

The alternative motions of the National Industrial Traffic 
League, filed in Ex Parte 104, part II, terminal services of Class 
I carriers, have been denied. The denial was made by division 
6, and announcement was made May 4. 


LOANS TO RAILROADS 


Loans either actually made or authorized by the Railroad 
Credit Corporation as of April 30, 1932, to railroads to meet 
their fixed interest obligations, totaled $18,681,159.50, according 
to the monthly report of that corporation filed with the Com- 
mission. 

Of that amount, loans so far made totaled $4,188,582, of 
which $1,825,462 were made in April. Loans authorized but 
not actually made up to April 30 totaled $14,492,577.50. 

Collection of rate increases under Ex Parte 103, according , 
to the report, totaled $9,334,239.98, of which $4,068,773.13 repre- 
sented the amount realized from the increased rates in January 
and $5,265,466.85 in February. These rates became effective on 
January 4. 

By the terms of the plan under which the fund is admin- 
istered, the railroads have forty days after the end of each 
month in which to file with the corporation the amount received 
from rate increases during that month and then are allowed 
ten days in which to turn the funds so derived over to the 
corporation. 

Cooperation of the representatives of the government and 
railroads is substantially contributing to the stabilization of 
railroad credit, according to E. G. Buckland, president of the 
Railroad Credit Corporation. 

In a report to the executive officer of each carrier par- 
ticipating in the “Marshalling and Distributing Plan, 1931,” 
under Ex Parte 103, dated May 2, Mr. Buckland, in part, said: 

At the time the plan was made effective, estimates indicated that 
revenues would probably exceed requirements. It now seems that the 
reverse will happen; that loans for fixed interest obligations will be 
applied for in excess of expected revenue. To this end and for the 
purpose of carrying out the spirit of the plant and ‘“‘to apply the 
funds to be derived from the authorized increases in rates in aid of 
financially weak railroads,’’ cooperation has been offered by appli- 
cant carriers, Interstate Commerce Commission and Reconstruction 
Finance Corporation, looking to the loaning by the Reconstruction 
Finance Corporation to such carriers as can adequately secure their 
loans. While this, in some instances, leaves less adequately secured 
loans to be made by the Railroad Credit Corporation, it is obviously 
the duty to make such loans where it will enable the applicant carrier 
to meet its fixed interest obligations and to avoid a defaut thereon, 
taking as security the best available collateral and the pledge of 
the amounts due or to become due an applicant on distribution. 

The disadvantage of the higher rate of interest on loans from 


the Reconstruction Finance Corporation is one of the sacrifices which 
the less needy carriers are being asked to make for the general good. 


In Finance No. 9177, Salt Lake & Utah Railroad Co. re- 
ceiver’s reconstruction loan, the Commission, by division 4, has 
approved a loan of $200,000 to the receiver of the Salt Lake & 
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Utah by the Reconstruction Finance Corporation for not ex- 
ceeding two years for the following purposes: Current obli- 
gations, $97,000, current interline accounts, $50,000; corporate 
interline accounts, $45,557 and other corporate preferred claims, 
$7,443. Security required: receiver’s certificates of indebtedness. 

In Finance No. 9170, Central of Georgia Railway Co. recon- 
struction loan, the Commission, by division 4, has approved a 
further loan of $711,750, without prejudice to consideration of 
additional loans on the application, from the Reconstruction 
Finance Corporation for three years, to meet interest payments. 
Security required: $5,000,000 of refunding and general mortgage 
5 per cent bonds, series “C,” of 1959. 

In Finance No. 9147, St. Louis-San Francisco Railway Co. 
reconstruction loan, the Commission, by division 4, on supple- 
mental application for a loan of $12,717,814, has approved a 
further loan of $1,800,00 for three years to pe used for paying 
delinquent taxes and principal of equipment trust obligations 
due in May, 1932. Security .required and conditions imposed 
follow: 


That the applicant should pledge with the Reconstruction Finance 
Corporation, as collateral security for the loan, $3,679,000, principal 
amount, of the applicant’s consolidated mortgage 6 per cent series 
B bonds of 1936: 

That the applicant should deposit with the Reconstruction Finance 
Corporation before any advance upon the loan is made, binding com- 
mitments of the then holders thereof, or proof of equal force, that 
the demand loan of $1,474,722 now held by the Chase National Bank & 
= sd will be extended to a maturity date not earlier than 
uly 1, : 

That no advance upon the loan herein approved should be made 
until the Railroad Credit Corporation shall have first reimbursed 
the Reconstruction Finance Corporation the sum of $2,805,175 for the 
account of the applicant, representing the loan heretofore approved 
by us, and shall have delivered to the Reconstruction Finance Cor- 
poration $2,000,000, principal amount, of the applicant’s consolidated 
mortgage 6 per cent series B bonds, of 1936, now pledged as part of 
the security for said loan: 

That before any advance upon the loan is made, the applicant 
should agree with the Reconstruction Finance Corporation to pre- 
sent for our approval, prior to July 1, 1932, a plan to effect a sub- 
stantial reduction in its fixed interest charges: 

That the applicant should be required to report to the Recon- 
struction Finance Corporation and to us, within thirty days from 
the making of the loan, the expenditure of the proceeds thereof for 
the purposes for which its is approvel; and 

That the Reconstruction Finance Corporation will be adequately 
secured under such conditions. 


In its decision approving a further loan of $1,800,000 to 
the St. Louis-San Francisco subject to the specified conditions, 
the Commission, in discussing the necessities of the applicant, 
in part, said: 

‘i 

The situation with regard to the applicant’s delinquent taxes is 
especially critical. These taxes, due the states of Alabama, Kan- 
sas and Missouri and subdivisions thereof, have been delinquent and 
subject to varying penalties since the latter part of December, 1931. 
The taxing authorities are urging the applicant to make payment 
and are threatening attachment proceedings if payment is not prompt- 
ly made. In a number of counties in each of the states suits for 
collection and/or attachment proceedings have already been insti- 
tuted. The applicant is the largest tax payer in many counties in 
which it owes taxes, and such counties are so dependent upon the 
payment of the applicant’s taxes that, unless paid, the counties 
will not be able to take care of their obligations. Moreover, the opera- 
tion of the schools in these counties is dependent upon the payment 
of these taxes and, unless paid, the applicant is advised that it will be 
necessary to close them. 

The requirements represented by payments due on the principal 
of equipment trust certificates are essential to prevent default on 
a type of railroad security which, until comparatively recent months, 
has occurred only in rare instances and then only for brief duration. 
The continuing integrity of this class of investments, widely dis- 
tributed among insurance companies, banks and individual investors, 
is dependent upon punctual payment of the serial installments of 
purchase money which such obligations represent, the maturity of 
which is timed in such manner as to outrun the factors of depreciation 
and obsolescence operating to limit the life and usefulness of the 
mobile part of the property used by railroads to perform the service 
of transportation. 


The Commission said it had heretofore criticized the capital 
structure of the Frisco, which, according to the report, has 
capital stock of $114,701,526, and funded debt unmatured of 
$292,806,767. It referred to its decisions in Securities of St. 
Louis-San Francisco Railway, 79 I. C. C. 92-100; 86 I. C. C. 
818, and Stock of St. L.-S. F. Ry., 124 I. C. C. 124, and said in 
all these cases “our conclusions were influenced by the fact 
that the applicant is overcapitalized.” It said that in addition 
to the condition of overcapitalization, the proportion of bonds 
to stock was excessive. 

“We do not believe that this carrier can operate success- 
fully in the future without a reduction of its fixed charges,” 
said the Commission. “Therefore in connection with the ap- 
proval of a further loan herein, we shall impose the condition 
that the applicant agree to submit for our approval, prior to 
July 1, 1932, a plan which will result in such a reduction.” 

In Finance No. 9154, Chicago & Eastern Illinois Railway Co. 
reconstruction loan, in a second supplemental report, the Com- 
mission, by division 4, has approved an additional loan of 
$595,500 to the carrier for three years to pay taxes of $390,500 
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due in Illinois and of $205,000 due in Indiana. 
approved were for $3,629,500 and $82,080. The carrier hy 
applied for a total of $7,196,436. Security required: Furthe 
pledge of $8,852,700 of applicant’s prior lien mortgage bonds 
of 1961 now pledged as security for the loans heretofg, 
authorized. 

The Washington, Brandywine & Point Lookout Railroag 
Co. has applied for a loan of $70,000 for three years to fund 
temporarily a loan due the government, pay bank notes, » 
current obligations and provide necessary working funds, | 
offers a first mortgage on its property as security. 

The Stockton Terminal Eastern Railroad has applied fy 
a loan of $65,000 for three years from the Reconstruction Finang 
Corporation to liquidate indebtedness to the Stockton Terminy 
& Eastern Railroad Co. (holding company) and to apply towarj 
liquidation of excess of current liabilities over current asset; 
First mortgage on property offered as security. . 

The Reconstruction Finance Corporation has ceased makin 
public the making of loans to railroads. Until a few wee 
ago it issued statements announcing loans to individual rj, 
roads. These statements were made public some time after th 
Commission had issued its reports approving the loans, Thi 
caused confusion, it was said, because it was made to appez 
that two loans had been made to one railroad where in fac 
only one had been made. In view of the fact that the Con. 
mission makes public its reports approving or disapproving 
applications for loans from the Reconstruction Finance (po. 
poration, it has been decided to let those reports constitute the 
only publicity about railroad loans. 

The Commission, by division 4, in Finance No. 9304, Minne 
apolis & St. Louis Railroad Co. receiver reconstruction loan, has 
approved a loan by the Reconstruction Finance Corporation of 
$2,698,630 to the applicant for not more than three years, the 
loan to be secured by the deposit of receiver’s certificates equal 
to the loan, the certificates to be deposited to have the effect of 
putting a lien on the property of the railroad equal to that of 
the receiver’s certificates now outstanding. The loan is to be 
used in paying preferred claims outstanding, some of them for 
as much as nine years, amounting to $1,748,629.50 and $950,000 
of first mortgage bonds of the company, known as the Merriam 
Junction-Albert Lea bonds, due June 1. 

The application was for $3,898,629.50, of which $1,200,000 
was intended to cover outstanding receiver’s certificates, due in 
May, which, the report said, the receiver had been advised 
would be presented for payment when due. The Commission 
said it appeared that if funds could be obtained to pay part of 
that indebtedness, some renewals could be effected. The cer: 
tificates are held by banks in Minnesota, Iowa, [Illinois ani 
New York. 

The Oklahoma & Rich Mountain Railroad Co. has applied 
for a loan of $33,296.72 for three years to pay debt to Dierks 
Lumber & Coal Co. It offers as security a first mortgage on 
all its property. 

The Texas, Oklahoma & Eastern Railroad Co. has applied 
for a loan of $214,477 for three years to pay debt to Choctaw 
Lumber Co. 

In Finance No. 9279, Wrightsville & Tennille Railroad Co. 
reconstruction loan, the Commission, by division 4, on applica 
tion for loan of $39,530, has approved an immediate loan from 
the Reconstruction Finance Corporation for $22,525 for three 
years of which $18,609 was desired for taxes and $3,916 for 
materials and supplies. Security required: Pledge of $140,000 
of Central Georgia 5 per cent refunding and general mortgage 
bonds, series C, of 1959. 

The Cairo, Truman & Southern Railroad Co. has applied for 
a loan of $75,000 for three years to pay accounts payable and 
which have been demanded. The Commission recently denied 
an application of the carrier for a loan of $75,000. 

The Norfolk Southern Railroad Co. has applied for a loal 
of $325,000 for three years for the payment of 1931 ad valorem 
taxes and penalties on property in North Carolina. 


Previous loany 


PETITIONS FOR REHEARING, ETC. 


No. 18432, Armour & Co. vs. A. C. L. et al. Complainant asks 
reopening and rehearing. 

No. 17000, part 3, rate structure investigation, cotton. South- 
western carriers ask relief from orders to permit meeting of truck 
and barge competition. 

No. 24196, Standard Briquette Fuel Co. vs. A. T. & S. F. et al 
E. B. Boyd, agent for and on behalf of carriers’ parties to Commis 
sion’s order of March 19, 1932, covering rates on coal briquettes in 
carloads from Kansas City, Mo., to points in Kansas and Nebraska, 
asks modification of order by postponing effective date thereof for 4 
period of ninety days beyond June 21, 1932. 

° S. No. 3614, building material from, to and between souther! 
points. The Andersen Frame Corporation asks for modification 9° 
the Commission’s report. 

1. & S. 3708, furniture from and to official territory. Jamestow! 
Chamber of Commerce and Buffalo Chamber of Commerce have aske 
vacation of order dated February 24, 1932, here in so far as it directs 
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the postponement of the cancellation supplements on furniture L. C. 
L, between southern and official classification territories. 

No, 23130, Intrastate rates on bituminous coal between points in 
Illinois, and cases grouped therewith. Galligan, agent and 
attorney for and on behalf of carriers respondents to order of Com- 
mission dated March 8th, 1932, asks modification of terms of order 
so as to require establishment of revised rates in accordance with 
report and order therein, effective on or before August 10, 1932, on 
statutory notice instead of on or before June 10, 1932, as now pro- 


we. 18431 (and consolidated cases), Florence Pipe Foundry & 


Machine Co. vs. Penna. et al. Complainants ask for reopening and 


further hearing. 
No. 21020, Traffic Bureau, Davenport Chamber of Commerce et al. 


ys. Alton & Eastern et al. The Dewey Portland Cement Company, 
complainant, asks for reargument or reconsideration. 

No. 21772 (and consolidated cases), interstate rates between points 
in Missouri. The defendant carriers ask for modification of the 
Commission’s order by the elimination of Southwest City, Mo., there- 


“es 23167, Public Utilities Commission of Idaho vs. Oregon Short 
Line et al. Complainant asks for rehearing and/or reargument by 
the entire Commission. : 

No. 24063, Sinclair Refining Co., successor in interest to Pierce 
Petroleum Corporation vs. Asherton & Gulf et al. Complainant asks 
for reconsideration and reargument. . 

No. 24652, T. Mendelson Company vs. A. C. L. et al. Complainant 
asks for vacation 6f the Commission’s order of April 9, 1932, and for 
reconsideration before the entire Commission. 

No. 25193, Smith Brothers, Inc., vs. E. J. & E. et al. The defend- 
ants, Kansas City Southern Railway and Texarkana & Ft. Smith 
Railway, ask the Commission to dismiss the complaint as to each 


f them. 
: Finance No. 8903, application of Illinois Central and Chicago, St. 


Louis & New Orleans to abandon line of road from Moffett, Tenn., 
to Troy, Tenn. The protestants, the citizens of Troy, Tenn., ask for 
reopening of this Se for the purpose of presenting evidence 
relating to new and existing conditions. 

No, 19243, Hallsboro Manufacturing Co. vs. Southern et al. De- 
fendants ask for modification of the Commission’s order to permit 
the establishment of a rate of 31 cents on excelsior from Hallsboro, 
Va., to New York, N. Y. 

No. 23848, Quaker City Quality Cracker Co. vs. B. & O. et al. 
Defendants ask for reconsideration and reargument before the entire 


Commission. 


FIFTEEN PER CENT CASE, 1931 


The Commission, in No. 25135, increases in intrastate freight 
rate and charges, part 12, Utah, has instituted a thirteenth 
section proceeding in respect of intrastate rates and charges 
in that state which the Utah commission has refused to in- 
crease in accordance with the increases made by the federal 
body in its report in the Fifteen Per Cent Case, 1931. The 
Utah commission denied the application of the carriers for per- 
mission to make increases, on April 20. (See Traffic World, 
April 30, p. 932.) 

The Utah proceeding has been set for hearing, before 
Examiner Mattingly at Salt Lake City, May 18 at 9:30 a. m., 
in the United States court room. 

The Louisiana Public Service Commission and the Louisiana 
State Highway Commission, in exceptions filed with the Com- 
mission in No. 23135, part 5, increase in intrastate rates and 
charges, have challenged the jurisdiction of the Commission to 
deal with intrastate rates in Louisiana because they were not 
increased in accord with the interstate increases under Ex Parte 
103. The two state bodies assert that the Commission in the 
Fifteen Per Cent Case, 1931, made no finding the rates resulting 
from the increases authorized would be just and reasonable and 
therefore did not establish just and reasonable interstate rates 
in the territory including Louisiana. 

Unless and until the Commission fixed just and reasonable 
rates on interstate traffic from, to and between points in Louis- 
iana and points in other states, according to the state bodies, 
it was without jurisdiction, power or authority to change or 
increase intrastate rates and charges within Louisiana. It was 
further contended that the Commission did not authorize in- 
creases on all commodities and left the state commissions “ap- 
propriate discretion” to deal with state rates on specific com- 
modities. The Louisiana Public Service Commission, according 
to the exceptions, has allowed increases in state rates on com- 
modities where the conditions surrounding their manufacture 
or production are such as to permit increases to be made with- 
out serious detriment to or actual destruction of the rail move- 
ment of such commodities. 

The Commission has announced that upon the completion 
of the hearings in No. 25135, intrastate freight rates and 
charges, an adjournment will be taken to Washington, D. C., 
on May 25, to receive the testimony of E. G. Buckland, presi- 
Zs the Railroad Credit Corporation, on behalf of the re- 
pondents. 





CHANGES IN DOCKET 


P Further hearing in No. 20734, N. J. Coated Paper Co. et al. vs. 
a. R. R. (for purpose of determining amount of reparation due 
parties under findings in this case), assigned for May 6, at New York, 
Sie — Examiner Mackey, was postponed to date to be here- 

Hearing in No. 24929, City of Marshall, Ill., vs. P. R. R. et al., 
assigned for May 6, at Terre Haute, Ind., before Examiner Witters, 
was cancelled. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. ht, 
1931, by West Publishing Co) nw 





LOSS OF OR INJURY TO GOODS 


(Circuit Court of Appeals, Eighth Circuit.) Where both 
parties move for directed verdict, court’s findings of fact have 
effect of verdict. (Chicago, M., St. P. & P. Co. vs. Flanders, 
56 Fed. Rep. (2) 114). 

Where imposter, after personal interview with dealer, pur- 
chased cattle under another’s name, giving note and mortgage, 
and receiving copy of mortgage and of account sales, with 
straight bill of lading, delivery to imposter did not render carrier 
liable to dealer as shipper (Bill of Lading Act, sec. 9 (49 USCA, 
sec. 89)).—Ibid. 

Cattle dealer’s sale to impostor with whom he dealt face 
to face passed voidable title as respects carrier.—lIbid. 

Carrier having no actual knowledge of fraud must deliver 
goods shipped to buyer, where buyer is real owner, and buyer 
has right to divert shipment in transit.—Ibid. 

Seller who turned over documents of clothing impostor with 
apparent title, whereby latter induced carrier to make delivery, 
held estopped to deny as against carrier that imposter was 
owner.—Ibid. 

In shipper’s action against carrier for misdelivery, copy of 
straight bill of lading executed in triplicate was presumed de- 
a to purchaser (Bill of Lading Act, sec. 9 (49 USCA, sec. 
89) ).—Ibid. 





(Supreme Court, Appellate Term, First Department.) Ex- 
pressman, as common-law carrier, is obligated to carry safely, 
in absence of statute fixing his responsibility. (David vs. 
Abramowitz, 256 N. Y. S. 15). 





(Supreme Court, Appellate Division, Fourth Department.) 
Bus company did not become bailee of passenger’s suitcase 
placed by driver in rack inside bus in full view of passenger. 
(Murphy vs. Eastern Greyhound Lines, Inc., of New York, 256 
mM. 2... 224, 

Bus company held not liable for loss of passenger’s suit- 
case placed by driver in rack inside bus in full view of passenger. 
—Ibid. 

TELEGRAPHS AND TELEPHONES 


(Supreme Court of Montana.) Under the allegation that 
message was important one, known to be so by telegraph com- 
pany, addressee could prove importance of message and com- 
pany’s knowledge thereof aside from what appeared on face of 
message. (Davenport vs. Western Union Telegraph Co., 9 
Pac. Rep. (2d) 172). 

Telegram delayed in delivery, could be construed as ad- 
vising recipient against buying stocks at prices specified in 
previous message. 

The previous message read: “Buy P. G. E. around 79; C. G. 
around 148,” and the message which telegraph company failed 
to deliver promptly read: “Delay commitments now until fur- 
ther advised.”—Ibid. 

Complaint, in action for delay in delivering telegram con- 
taining stock buying advice, held not defective because alleging 
addressee was compelled to sell stock on certain date without 
alleging why.—lIbid. 

Complaint is sufficient to withstand demurrer, if it war- 
rants recovery in any amount.—lIbid. 

Complaint not setting up true measure of damages may 
be subject to special demurrer, but, if disclosing violation of 
legal rights, is good against general demurrer.—Ibid. 

Addressee of telegram may sue for damages caused by de- 
lay in delivering it.—Ibid. ° 

Where telegram plainly indicates it relates to important 
business transaction, and that delay will probably cause loss, 
recovery is not limited to nominal damages (Rev. Codes 1921, 
secs. 7845, 8667, 8686).—Ibid. 

To warrant recovery, telegraph company need not be ap- 
prized of exact loss likely to result from delay in delivering 
telegram (Rev. Codes 1921, secs. 7845, 8667, 8686).—Ibid. 

Previous messages may be considered in determining 
whether telegram sufficiently informs carrier of meaning and 
of possible risk of loss by delay.—Ibid. 

Plaintiff could testify that, if he had received telegram 
> eel he would have canceled order to purchase stocks.— 
Ibid. 
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In action for delay in delivering telegram answering tele- 
gram regarding purchase of stocks, contributory neligence of 
plaintiff in failing to follow up his message held for jury.—Ibid. 

Where telegraph company delayed delivery of telegram ad- 
vising against purchase of stocks, addressee held justified in 
selling stock immediately after learning of defendant’s failure 
to deliver message, as regards right to damage.—lIbid. 





(Court of Civil Appeals of Texas. Austin.) Statement of 
telegraph agent that telegram had been delivered was properly 
pleaded in reply to allegations of contributory negligence of 
sender. (Western Union Telegraph Co. vs. Hicks, 47 S. W. 
Rep. (2d) 466). 

Testimony respecting relations existing between husband 
and deceased wife, held admissible in action against telegraph 
company for failure to promptly deliver death message.—Ibid. 

Testimony showing devoted relationship between husband 
and deceased wife was admissible in action to recover for 
failure to promptly deliver death message.—lIbid. 

Testimony in husband’s action to recover for failure to 
promptly deliver message advising him of wife’s death, re- 
specting ill health of daughter, held properly admitted.—lIbid. 

Testimony of children’s illness on day death message was 
sent held admissible in husband’s action to recover damages 
for failure to promptly deliver message advising him of wife’s 
death.—Ibid. 

That funeral began at one town and ended at another, did 
not affect right of husband of deceased to recover damages for 
negligent failure to deliver death message.—lIbid. 

Testimony respecting arrangements to secure presence of 
husband at funeral of deceased wife held properly admitted 
in action to recover damages for failure to promptly deliver 
death message.—lIbid. 

$2,000 as damages for failure death message held not ex- 
cessive.—Ibid. 

CARRIAGE OF LIVE STOCK 


(Kansas City Court of Appeals, Missouri.) Propriety of in- 
struction must be considered in connection with evidence to 
which it relates. (Owen vs. Chicago Great Western R. Co., 
47 S. W. Rep. (2d) 195). 

Charge that, if bedding in car was that customarily used 
for shipping mules, carrier had complied with law, held not 
to require new trial, where shipper adopted custom as standard 
care.—Ibid. 


Charge that, if bedding in car was that customarily used 
for shipping mules, carrier had complied with law, held au- 
thorized under evidence as meeting standard of duty selected 
by shipper suing carrier for injury to mules.—Ibid. 

Theory of negligence and degree of care adopted by 
plaintiff should prevail throughout case, allowing defendant to 
present case to jury according to issues made.—Ibid. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Fifth Circuit.) Shipper is en- 
titled to more favorable of two applicable tariffs. (Western 
Grain Co. vs. St. Louis-San Francisco Ry. Co., 56 Fed. Rep. (2d) 
160. 

Tariffs must be applied as written, and their effect cannot be 
avoided on claim of mistake.—Ibid. 

There must be actual tariffs in existence at time of ship- 
ment, and shipper can not create one by his own piecing.—Ibid, 

Tariff having effect of law must be construed fairly and 
reasonably according to meaning of words used.—Ibid. 

Tariff, showing rate between points in Mississippi Valley 
territory held inapplicable to shipment by several carriers over 
circuitous route by way of point in Southeast territory, in 
absence of provision “and lines beyond.” 

Purchaser of freight, shipped to him under shipper’s order 
notify bills of lading, cannot discharge carrier’s lien for lawful 
charges without becoming liable therefore by paying less in 
reliance on carrier’s local agent’s assurances.—Ibid. 





(District Court, S. D. Florida, Jacksonville.) When question 
which rate applies to shipments depends wholly on interpreta- 
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tion of tariffs it is question of law. (Atlantic Bridge Co, Vs 
Atlantic Coast Line R. Co., 56 Fed. Rep. (2d) 163). ; 

Crane, hoisting engine, and “whirley”’—an apparatus cop. 
bining steam engine and hoists with projecting arm, held “pa. 
chines” within tariffs fixing rates. 

The term “machines” includes every mechanical device o 
combination of mechanical powers and devices to produce eg. 
tain effect or result.—Ibid. 

Language employed in tariff must be construed fairly ang 
reasonably in accordance with meaning of words used.—lIbiq, 

Ambiguous tariff is construed favorably to shipper, ang 
carrier’s intention is pertinent only so far as fairly expressej, 
—Ibid. 

Where one rating is provided in tariff classification proper 
and another in exception, exception takes precedence, though 
description in classification proper is more specific.—lIbid. 

Low rate assigned in exception to general tariff Classifica. 
tion, to “machine rated sixth class,” held applicable to crane, 
hoisting engine, and “whirley,” though general classification 
specifically described cranes and derricks as having class sixth 
rating.—Ibid. 





(Circuit Court of Appeals, Seventh Circuit.) District cour 
held without jurisdiction of shipper’s suit, brought after expire. 
tion of statutory two-year period, to recover illegal demurrage 
charges paid Director General of Railroads during federal con. 
trol (Transportation Act 1920, sec. 206 (a), 49 USCA, sec, 14 
(a)). (Bartlesville Zinc Co. vs. Mellon, 56 Fed. Rep. (2d) 154) 

Suitors may not bring actions against United States witb. 
out latter’s consent.—lIbid. 

Limitations placed upon government’s permission to be 
sued are not mere statutes of limitation, but conditions prece. 
dent to right to sue.—Ibid. 

After Interstate Commerce Commission dismissed shipper’s 
complaint for reparation for collection of illegal rates by Direc. 
tor General of Railroads during federal control, shipper could 
not sue in federal District Court (Transportation Act 1920, sec, 
206 (c), as amended, 49 USCA, sec. 74 (c); Interstate Commerce 
Act, sec. 9 (49 USCA, sec. 9)).—Ibid. 

Courts held without jurisdiction to review Interstate Com- 
merce Commission’s order dismissing shipper’s complaint for 
reparation for collection of illegal rates (Interstate Commerce 
Act, sec. 9 (49 USCA, sec. 9); Jud. Code, sec. 24 (28), 28 USCA, 
sec. 41 (28)).—Ibid. 





(Supreme Court of Ohio.) Refusal to dismiss complaint 
challenging Public Utilities Commission’s authority in case Will 
not be held unreasonable, though it was claimed protestant has 
no interest. (Red Eagle Bus Co. vs. Public Utilities Commis- 
sion of Ohio, 180 N. E. Rep. 261.) 

Application for rehearing may be filed any time within 
thirty days from entry of order of Public Utilities Commission, 
which by its terms goes into effect forthwith (Gen. Code, secs. 
543, 614-43).—Ibid. 

Commission’s order permitting lease of privileges under 
certificate of public convenience and necessity held unauthor- 
ized, since “lease” is not “transfer” (Gen. Code, secs. 614-87a, 
614-88) —Ibid. 

Only those operating motor vehicles in public service by 
authority of Public Utilities Commission are subject to penalties 
as “motor transportation companies” (Gen. Code, secs. 614-2, 
614-84, 614-87a, 614-100, 614-102) .—Ibid. 

Sections of Motor Transportation Act authorizing leasing 
held inapplicable to lease of certificate of convenience and 
necessity (Gen. Code, secs. 614-2a, 614-60, 614-87a, 614-91) .—Ibid. 





(Supreme Court of Oregon.) Operators of freight-carrying 
trucks not engaged in business for the general public held “con 
tract haulers” under statute and required to pay extra license 
fee (Code 1930, secs. 55-1301, 55-1315). (Portland Van & Storage 
Co. vs. Hoss, 9 Pac. Rep. (2d) 122.) 

Business of transporting freight for compensation upol 
state highways may properly be made subject of occupation tax. 
—lIbid. 

Extra license fee on freight carrying motor vehicles operat: 
ing on state highway held excise in nature of occupation tat 
which Legislature may impose (Code 1930, sec. 55-1301 et sed.). 
—lIbid. 

Recitation in preamble of 1921 statute that automobile’s just 
contribution toward highway maintenance may properly be 
exacted by tax on fuel consumed did not prevent subsequent 
imposition of occupation tax on motor carriers (Laws 1921, P 
807; Code 1930, sec. 55-1301 et seq.).—Ibid. 

Classification in statute imposing occupation tax on freight 
carrying trucks operating on state highways charging for serv 
ices and omitting truck operators making no direct charge for 
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services, and carriers operating within bounds of city, held not 
ynreasonable as imposing special tax (Code 1930, sec. 55-1301 
at seqd.; Const. art. 4, sec. 23, subd. 10).—Ibid. 





(Supreme Court of Florida.) That court might reach dif- 
ferent conclusion on same evidence would not justify substi- 
tution of its judgment for that of Railroad Commission supported 
by evidence. (Louisville & N. R. Co. vs. Matthews, 140 So. Rep. 


69.) 

Review of findings and conclusions of Railroad Commission 
on certiorari held not appellate in its nature, so as to determine 
whether error was committed as on writ of error or appeal.— 


Ibid. 





(Supreme Court of Arkansas.) Statute requiring private 

motor carrier using highway exclusively in interstate commerce 
to pay same privilege tax as intrastate operators held not uncon- 
stitutional as burden on interstate commerce (Acts 1929, No. 65, 
pp. 335, 336, secs. 67, 68). (Roachell vs. Gates, 47 S. W. Rep. 
2d) 35). 
i, to private motor carrier hauling freight across 
state without delivering shipments therein did not render statute 
requiring privilege tax on such carriers unconstitutional as dis- 
criminatory (Acts 1929, No. 62, p. 138, sec. 1 (d. f. g.); Acts 1929, 
No. 65, pp. 335, 336, secs. 67, 68).—Ibid. 

Statutes, passed at same session, upon same subject, must 
be construed together.—Ibid. 

Court will substitute, eliminate, or supply words to effec- 
tuate obvious spirit and purpose of statute.—Ibid. 

Act requiring privilege tax on private motor carriers operat- 
ing within Arkansas or from without to within held applicable 
to motor carriers hauling freight from one state across Arkansas 
into another (Acts 1929, No. 62, p. 138, sec. 1 (d, f, g); Acts 
1929, No. 65, pp. 335, 336, secs. 67, 68).—Ibid. 

Conditional buyer of automobile partially paid for has in- 
terest therein which he can sell or mortgage.—Ibid. 

Partially paid for automobile bought under conditional sale 
contract held subject to attachment under execution of motor 
carrier’s privilege tax (Acts 1929, No. 65, pp. 335, 336, secs. 
67, 68). 





hi e D e @ 
Shipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) 





(District Court, W. D. New York.) Letter from shipper to 
carrier held not to constitute contract to insure cargo and 
freight for benefit of both shipper and carrier. 


The letter from shipper stated, “We will arrange to place 
marine insurance on the cargo for the invoiced value of the 
same, in addition to the freight charges of $4.10 per gross ton, 
for our account.” (American Agricultural Chemical Co. vs. Brook- 
lyn & Buffalo Nav. Co., 56 Fed. Rep. (2d) 271). 

Carrier must furnish vessel seaworthy and suitable for serv- 
ice for which employed.—Ibid. 

Under rule requiring carrier to furnish seaworthy vessel, 
latent defects are no excuse for unseaworthiness causing damage 
to cargo.—Ibid. 

Evidence held to establish that barge carrying cargo of 
phosphate rock was unseaworthy and that unseaworthiness was 
cause of damage to cargo.—lIbid. 

That steering gear of barge got out of order on running into 
forty-mile wind on Great Lakes and could not be repaired under 
existing conditions held evidence of unseaworthiness.—Ibid. 

Carrier held to have burden of showing that damage to cargo 
of vessel was caused by one of perils for which it was not 
responsible.—Ibid. 





(District Court, S. D. New York.) Evidence held to estab- 
lish lack of due diligence in making vessel seaworthy in respect 
of fuel oi] supply, precluding recovery against cargo owner for 
Contribution in general average arising from steamship running 
out of fuel oil and being towed to port. 

Charter party contained general average clause in the form 
Commonly known as the “Jason” clause, which rendered owner 
of cargo liable for contribution in general average, if the “ship- 
owners shall have exercised due diligence to make the vessel in 
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manned, 
equipped and supplied.” (The Glymont, 56 Fed. Rep. (2d) 252). 

The United States cannot be held for costs in absence of 
statute specifically providing therefor.—Ibid. 


all respects seaworthy and to have her properly 


EXCESS INCOME REPORTS 


Finance No. 3652, Cambria and Indiana Railroad Co., excess 
income. Report proposed by Examiner R. T. Boyden. Proposed 
that the Commission shall find that for the last 10 months of 
1920 and each of the years from 1921 to 1927, both inclusive, 
the carrier had recapturable excess net railway operating. in- 
come of $1,017,810.74, based on values ranging from $5,620,000 
in 1921 to $7,300,000 in 1924. The value proposed to be found 
for the last 10 months of 1920 was $5,700,000 and for 1927 
$6,540,000. 


Cc. & N. W. TAX CASE 


, The Supreme Court of the United States, May 2, in No. 
838, Chicago & North Western Railway Co., petitioner, vs. State 
Board of Equalization and Assessment of Nebraska, in re assess- 
ment Chicago & North Western Railway Co. for 1930, denied 
the carrier’s petition for a writ of certiorari to the Supreme 
Court of Nebraska. The Nebraska court fixed the final equali- 
zation assessment at $28,369,729.56, which was 25 per cent 
higher than was warranted by the evidence, according to the 
carrier. 


ELKINS ACT INDICTMENTS 


Word has been received at the Commission that the federal 
grand jury at New York has returned six indictments alleging 
violations of the Elkins act by the Baltimore & Ohio Railroad 
Co., Joseph Moskowitz, a commission dealer in flour; Kellogg 
Sales Co., a distributor of prepared cereals and Harry Kulla, 
manager of Jacob Kulla Sons, flour dealers. The indictments 
allege the grant of unlawful concession by the railroad to the 
non-carrier defendants through the cancellation of storage 
charges on freight, thereby granting concessions from the pub- 
lished charges. 


REFUND OF EXPRESS CHARGES 


Senator Shortridge, of California, has introduced in the 
Senate a bill (S. 4566) authorizing the Commission to hear and 
consider an application of the Railway Express Agency, suc- 
cessor to the American Railway Express Company, to make 
refunds to the Los Angeles Examiner and the Los Angeles 
Times-Mirror Company for excessive and unreasonable rates 
charged on shipments of newspapers between October 13, 1920, 
and February 14, 1921. 


STEALING FROM INTERSTATE TRAINS 


The Senate committee on the judiciary has favorably re- 
ported S. 4095, with amendments, a bill to amend the so-called 
Carlin act so as to punish the stealing or unlawful taking of 
property in the custody of passengers on interstate trains. The 
committee said an additional purpose of the bill was to permit 
the prosecution of “card sharps” and other tricksters “who 
so often operate their schemes on interstate trains.” 


ALTERED DELIVERY ORDER CASE 


The Department of Justice has been advised that W. E. 
Burton has pleaded guilty in the federal court at Richmond, 
Va., to an indictment in nine counts accusing him of having 
obtained possession of cars of fruit on forged and fraudulent 
delivery orders presented to the Chesapeake & Ohio, the deliv- 
ering carrier of the fruit shipped from points in Washington 
state. He was fined $500. 

According to the report to the Department of Justice, Bur- 
ton, trading as Burton & Briel, Inc., altered the car numbers in 
delivery orders which his consignor had sent to him and which 
the consignor thought had become void and of no effect be- 
cause the cars, the number of which were shown in the deliv- 
ery orders, while started for Richmond, had been diverted to 
other destinations. The cars were started from Walla Walla, 
Wash., on order-notify billing, Burton being the advise or notify 
party. The consignor left some delivery orders in Burton’s 
hands, although the cars had been sent to points other than 
Richmond. 

When, later, cars were actually sent to Richmond, accord- 
ing to the report to the Department of Justice, Burton, instead 
of paying the draft at the bank covering the cars that had ac- 
tually come to Richmond, used the supposedly null delivery 
orders containing the numbers of cars that had not been sent 
to Richmond, by erasing the original numbers and inserting 
therein the numbers of the cars that had come in, thereby 
obtaining possession of the cars without paying the drafts at- 
tached to the live billing. 
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NET INCOME OF RAILROADS 


For the first two months of 1932 Class I railroads had a 
deficit in net income of $49,354,029 as compared with a deficit 
of $12,456,568 for the corresponding period of 1931, according 
to a statement issued by the Commission entitled “Selected 
Income and Balance-sheet Items of Class I Steam Railways in 
the United States.” This is the second statement of the kind 
issued by the Commission to show net income. 

The net railway operating income for the first two monhts 
of 1932 was $34,052,971, as against $62,197,017 for the correspond- 
ing period of 1931. 

For February alone the net income was a deficit of $19,- 
647,345 as compared with a deficit of $10,054,622 in February, 
1931. 

The detailed statistics follow: 

FOR THE MONTH OF FEBRUARY, 1932 AND 1931 


Income Items 1932 1931 
1. Net railway operating income............ $22,190,169 $27,707,734 
ie Ge EE et enesccesinsecanesscanuunewe 15,233,800 18,962,645 
3. SED | baa bcc tiadcctstedtcawwawe 37,423,969 46,670,379 
ee ee ee errr err re 10,877,604 10,853,719 
GS. Tterest GOGUCTONS .sccccccccsecccscccce 44,177,544 43,710,635 
Ce SRO SNEED 6 .6.6.0:0:0:6.0:0:0-010 5.00604 60500: 2,016,166 2,160,647 
TOUR. GORMCTIONS occ iiiceeccvienvesvces 57,071,314 56,725,001 
Re ID. cccin pawwdvdcdadoensdtecwenswes *19,647,345 *10,054,622 
9. Dividend declarations (from income and 
surplus): 
9-01. On COMMON StOCK ....ccsccccccece 14,090,008 23,633,555 
9-02. On preferred stock .............. 3,517,643 4,200,223 
FOR THE FIRST TWO MONTHS OF 1932 AND 1931 
Income Items 1932 1931 
1. Net railway operating income........... $34,052,971 $62,197,017 
eee 30,785,438 39,109,595 
3. TOR) IMCOMMD. 6 ocdcccccce spcpocshiltagrearana rere 64,838,409 101,306,612 
6, Tee Tae Se DORR. 0 .o:0-606 0:60 000-008 cee 21,570,623 21,805,455) 
GS. SUOTWRE GOMCTIOMD occ cicccvcccepeceesees 88,438,741 87,573,142 
©. OUNSP GORUCTIONS ocscvccccecses Sieieeugar 4,183,074 4,384,583 
% OG PND oc itnscdevaeestnscses 114,192,438 113,763,180 
i OD: .<sntsc ceca ne Gee sedanaeneneien *49,354,029 *12,456,568 
9. Dividend declarations (from income and 
surplus): 
9-01. On common stock......cccsccccces 14,283,341 26,147,070 
9-02. On preferred StOck ....ccccceccece 4,213,602 9,074,727 


*Deficit. 


Complete data for Canadian National Lines in New Eng- 
land, Canadian Pacific Lines in Maine and Canadian Pacific 
Lines in Vermont was not available for inclusion in the totals 
given above. 


RAILROAD EARNINGS 


Class I railroads of the United States for the first three 
months of 1932 had a net railway operating income of $66,- 
028,475, which was at the annual rate of return of 1.28 per cent 
on their property investment, according to reports filed by the 
carriers with the Bureau of Railway Economics. In the first 
three months of 1931, their net railway operating income was 
$108,533,156 or 2.10 per cent on their property investment, ac- 
cording to the bureau’s statement, which continues as follows: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before in- 
terest and other fixed charges are paid. 

This compilation as to earnings for the first three months of 
1932 is based on reports from 167 Class I railroads, representing a 
total of 242,047 miles. 

Gross operating revenues for the first three months of 1932 
totaled $832,615,733, compared with $1,078,958,198 for the same period 
in 1931, or a decrease of 22.8 per cent. Operating expenses for the 
first three months of 1932 amounted to $663,103,175, compared with 
$857,873,070 for the same period one year ago, or a decrease of 22.7 
per cent. 

Class I railroads in the first three months of 1932 paid $74,628,282 
in taxes, compared with $80,965,818 for the same period in 1931, 
a decrease of 7.8 per cent. For the month of March alone, the tax 
bill of the Class I railroads amounted to $25,546,762, a decrease of 
$1,866,890 under March the previous year. 


Sixty-seven Class I railroads operated at a loss in the first three 
months of 1932, of which nineteen were in the eastern, fourteen in 
the southern, and thirty-four in the western district. 


Class I railroads for the month of March had a net railway oper- 
ating income of $32,289,300, which, for that month, was at the annual 
rate of return of 1.57 per cent on their property investment. In March, 
1931, ~T/ net railway operating income was $46,478,184 or 2.25 
per cent. 

Gross operating revenues for the month of March amounted to 
$289,728,926 compared with $376,246,460 in March, 1931, a decrease of 
twenty-three per cent. Operating expenses in March totaled $222,482,- 





The Traffic World 





Vol. XLIX, No, 19 


167, compared with $291,616,603 in the same month in 1931, a decreas, 
of 23.7 per cent. 3 
Eastern District 


Class I railroads in the eastern district for the first three Months 
in 1932 had a net railway operating income of $51,798,735, which Was 
at the annual rate of return of 2.14 per cent on their property invest, 
ment. For the same period in 1931, their net railway operating income 
was $61,654,598 or 2.55 per cent on their property investment. Gross 
operating revenues of the Class I railroads in the eastern district for 
the first three months in 1932 totaled $435,866,310, a decrease of 20.1 
per cent below the corresponding period the year before, While 
operating expenses totaled $334,405,034, a decrease of 22.6 per cent 
under the same period in 1931. 

Class I railroads in the eastern district for the month of March 
had a net railway operating income of $22,990,657, compared with 
$25,860,916 in March, 1931. 


Southern District 


Class I railroads in the southern district for the first three months 
in 1932 had a net railway operating income of $7,504,543, which was 
at the annual rate of return of 0.86 per cent on their property invest. 
ment. For the same period in 1931, their net railway operating 
income amounted to $12,540,173, which was at the annual rate of 
return of 1.43 per cent. Gross operating revenues of the Class I rajj. 
roads in the southern district for the first three months in 193) 
amounted to $106,552,832, a decrease of 25.3 per cent under the same 
pereiod in 1931, while operating expenses totaled $87,224,002, a decrease 
of 24.7 per cent. 

Class I railroads in the southern district for the month of March 
had a net railway operating income of $4,026,909, compared with 
$6,081,355 in March, 1931. 


Western District 


Class I railroads in the western district for the first three months 
in 1932 had a net railway operating income of $6,725,197, which was at 
the annual rate of return of 0.36 per cent on their property invest. 
ment. For the same three months in 1931, the railroads in that 
district had a net railway operating income of $34,338,385, which was 
at the annual rate of return of 1.84 per cent on their property invest. 
ment. Gross operating revenues of the Class I railroads in the 
western district for the three months’ period this year amounted 
to $290,196,591, a decrease of 25.7 per cent under the same period 
in 1931, while operating expenses totaled $241,474,139, a decrease of 
22.2 per cent compared with the same period in 1931. 

For the month of March alone, the net railway operating income 
of the Class I railroads in the western district amounted to $5,271,734, 
The net railway operating income of the same roads in March, 1931, 
totaled $14,535,913. 


CLASS I RAILROADS—UNITED STATES 
Month of March 


Per cent 
1932 1931 decline 
Total operating revenues......... $289,728,926 $376,246,460 23.0 
Total operating expenses......... 222,482,167 291,616,603 23.7 
EEE OEE RUE ere ere 25,546,762 27,413,652 6.8 
Net railway operating income.... 32,289,300 46,478,184 30.5 
Operating ratio—per cent........ 76.79 717.61 
Rate of return on property in- 
WEEE ccéwacccoseweseamoaes 1.57% 2.25% 
Three months ended March 31 
Per cent 
1932 1931 decline 
Total operating revenues......... $832,615,733  $1,078,958,198 22.8 
Total operating expenses......... 663,103,175 857,873,070 22.7 
EL... esuien Daenenmenienawecianares 74,628,282 80,965,818 7.8 
Net railway operating income.... 66,028,475 108,533,156 39.2 
Operating ratio—per cent........ 79.64 79.51 
Rate of return on property in- 
WOE ik 65655000 rbddsscenns 1.28% 2.10% 


FREIGHT COMMODITY STATISTICS 


Freight commodity statistics of Class I steam railroads for 
the fourth quarter of 1931 compared with those for the corre 
sponding quarter of 1930, prepared by the Bureau of Statistics 
of the Commission, for the country as a whole, follow: 


REVENUE FREIGHT ORIGINATED 
Decrease, 1931 





1931 1931 under 1930 
Products of agriculture........... 28,544,659 33,187,052 4,642,393 
Animals and products -- 5,905,246 6,249,654 344,408 
PROGURCTS OCF MMOD... cccccccvcccces 117,306,350 155,366,747 38,060,397 
Products of f07GSts....cccccecscccs 8,122,047 13,023,580 4,901,533 
Manufactures and miscellaneous. 42,843,101 56,538,764 13,695, 663 
3 oY ea 5,088,815 6,851,417 1,762,602 
er icine ws Wawea ewes 207,810,218 271,217,214 63,406,996 
REVENUE FREIGHT CARRIED 
Decrease, 1931 
1931 1931 under 1930 
Products of agriculture.......... 50,880,066 60,489,123 9,609,057 
Animals and products .......... 10,616,583 10,865,601 249,018 
Prog@ucta Gf MINGB.. 26. cccvcssess 203,367,313 269,881,866 66,514,553 
ProGucts. Of f0Tests. .. 000.0 cccece 16,392,442 25,533,174 9,140,732 
Manufactures and miscellaneous. 82,862,294 109,938,204 27,075,910 
All de. C. Ta MGM... ccccccesccsce 9,319,507 11,977,184 2,657,677 
PD. sccescaneicwesiesnacteien 373,438,205 488,685,152 115,246,947 


AGAINST FIXING MINIMUM RATES 


Representative Glover, of Arkansas, has introduced H. R. 
11751, a bill to prevent the Commission prescribing minimum 
rates. Exercise of the Commission’s power to prescribe mini- 
mum rates, according to the bill, has prevented competition, to 
the great detriment of the carriers and to the public. 
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Ocean Shipping News 





OCEAN FREIGHT DEVELOPMENTS 
The Traffic World New York Bureau 


The strike of longshoremen on the New York piers of the 
Clyde-Mallory, Savannah, and Morgan lines, which was begun 
April 15, was ended April 29 when the men voted to return to 
work at the companies’ terms of 67 cents an hour, a reduction 
of 8 cents an hour from their former wages. Joseph P. Ryan, 
president of the International Longshoremen’s Association, said 
the strike had been called off because the union had been un- 
able to give 100 per cent support to the longshoremen employed 
on the piers of the three coastwise lines, as by so doing they 
would violate their agreement with the Transatlantic Steam- 
ship Conference. He contended, however, that the strike had 
not been in vain, as the men had an opportunity to organize 
and return to the union from which they broke away in 1920. 
The coastwise lines were not seriously affected by the strike 
except at the beginning, when several ships were delayed from 
twelve to twenty-four hours in sailing. 

The Barber Steamship Lines, Inc., New York agents for the 
Houston Line, which has maintained regular service between 
United States Atlantic ports and Brazil and River Plate ports 
for thirty-five years, has announced the resignation of the line 
from the River Plate and Brazil Conferences, effective as of 
May 1. Rumors that the Houston Line intended to withdraw 
from the conference as a result of dissatisfaction over the dif- 
ferential between freight rates on passenger and freight steam- 
ers in this trade had been current for some time. The Houston 
Line announced that it would henceforth operate as an inde- 
pendent line both as to rates and speed of its vessels. The 
resignation indicates the possibility of a rate war in the east 
coast of South America trade in case the dissatisfaction over 
the differentials spreads to other freight lines in this service. 

Business in the full cargo trades has slumped almost to 
a standstill in the last few days, with little of interest to report 
in any of the various divisions. Very few fixtures in the grain 
trade have made their appearance, although indications in export 
grain circles pointed to a renewal of buying for foreign account 
shortly. Rates remain where they were a week ago almost 
without exception. 

Walter Moore, in his weekly review of the full cargo grain 
market, notes that berthing of boats from Montreal to suit 
requirements has helped the situation materially and promotes 
business. Owners are wise, he says, to cater to this method 
of supplying their boats with full cargoes. 

Recent grain fixtures included a British steamer to take 
35,000 quarters from the Gulf to one port on the west coast of 
the United Kingdom on the basis of 2s 3d with option for 
Plymouth, east coast of United Kingdom or Continent, Havre- 
Hamburg range at 2s 41%d for mid-May. A recent Montreal 
booking was also for 35,000 quarters to Bristol Channel at 2s 
less 144d if Avonmouth, for first half May. 

Transatlantic sugar cargoes have also been scarcer and 
rates no better, and West Indies time charters slackened. The 
export coal trade is very dull, the only business reported re- 
cently being a few small cargoes of special grades of coal to 
Canadian destination. Chartering of tankers, which has recently 
experienced brisk activity, also came to a standstill. 

Referring to criticisms by Representative Clancy, of Mich- 
igan, of the operation of the army base piers in south Brooklyn, 
George W. Green, vice-president of Atlantic Tidewater Ter- 
minals, lessees of the terminal, said the company was render- 
ing a real service both to Brooklyn and to the government 
through its management of the property. The company also 
leases from the Shipping Board the former Army Base piers at 
Philadelphia and Norfolk. Of the four Brooklyn Piers, Mr. 
Green said Nos. 1 and 2 are used by the Army Transport Service, 
while Nos. 3 and 4 are leased to his company. Pier 4 is leased 
to the North German Lloyd through the Steamship Terminal 
Operating Co., of which Franz Jarka is president, for $248,000 
a year and Pier 3, formerly leased to the Roosevelt Line for 
$150,000 a year, is now used by the Cosulich Line and the 
Greek Line on a dockage and wharfage basis. The company, 
he says, is negotiating with two American steamship companies 
for the remaining space on this pier. 


PORT AND TERMINAL CHARGES 
The annual revision of the volume “Port and Terminal 
Charges at United States Ports,” published by the Board of En- 


gineers for Rivers and Harbors of the War Department in 
cooperation with the Bureau of Operations of the United States 
Shipping Board, has been accomplished by a supplement bring- 
ing the information contained in the 1931 edition of the book 
up to date as of January 1, 1932. 

This supplement, together with the volume to which it per- 
tains, contains authentic information regarding port dues and 
charges at the principal ports in the United States and its 
possessions. Among other subjects covered are pilotage, tow- 
age, dockage, harbor dues, port warden’s fees, fuel, stevedore 
and labor charges, wharfage, handling, storage, and other serv- 
ices and charges at individual ports, with summarized informa- 
tion respecting the physical facilities and the commerce. 


GULF SERVICES CONSOLIDATED 


Consolidation of the four lines taken over from the U. S. 
Shipping Board will be effective June 1, and the steamship 
operations will be conducted under the joint stock ownership 
of four companies in the Gulf, according to announcement of 
James M. Lykes, president of Lykes Brothers-Ripley Steamship 
Company, at New Orleans. The four companies to hold joint 
ownership of the lines, which are being consolidated and taken 
over from the Shipping Board as an economy move, are the 
Lykes Brothers-Ripley Company, the Tampa Inter-Ocean Steam- 
ship Company (an affiliate of Lykes), the Dixie Steamship Com- 
pany, and the Mississippi Shipping Company. The last named 
operates the Delta Line, which will continue as an independent 
service. 

The four consolidated services are the Southern States 
Line (operated by Lykes), the American Gulf-Orient Line (op- 
erated by Tampa Inter Ocean), and the United Kingdom and 
Mediterranean services of the Dixie Company. 

Officers of the consolidated operation, which will be under 
the Lykes Brothers-Ripley Steamship Company name, will in- 
clude: James M. Lykes, Houston, president of the existing com- 
pany, who will retain that post; R. E. Tipton, New Orleans, 
of the Lykes Company, executive vice-president; Joseph T. 
Lykes, New York, vice-president; E. S. Trosdal, Savannah, Ga., 
of Trosdal, Plant and Lafonta Steamship Agency, and president 
of the Dixie Company, as third vice-president; N. O. Pedrick, 
general manager of Mississippi Shipping Company, a director; 
S. B. Turman, New Orleans, director; B. M. Bloomfield, Houston, 
a director, and F. H. Hubele, Galveston, a director. 

The consolidated operation expects to receive the award of 
mail contracts as in the case of other lines taken over from 
the Shipping Board. While the consolidation will effect re- 
duced forces, this will be minimized, it is stated, and the same 
services now accorded shippers will be continued unchanged. 


PANAMA CANAL TRAFFIC 


In April 370 commercial vessels transited the Panama Canal 
and paid tolls aggregating $1,608,644.67, as compared with 363 
vessels and tolls of $1,645,366.81 in March, according to advices 
received by the War Department. In April last year the number 
of transits was 453 and the tolls, $2,014,349.13. For the six 
months ended with April the number of transits was 2,231 and 
the tolls, $10,191,964.95, as against transits of 2,773 and tolls of 
$12,293,767.76 in the corresponding 1930-1931 period. . 


NAVIGATION LAWS 


A compilation of navigation laws of the United States from 
the first one passed in 1789 and signed by President Washing- 
ton for the collection of tonnage taxes, to the latest addition to 
the statute books has been published under the title, “The 
Navigation Laws of 1931” by the Commerce Department’s Bu- 
reau of Navigation. This is the eleventh time this material has 
been gathered into one volume since the first one was pub- 
lished in 1886. Since that time, the compilation has been made 
at four year intervals. 

According to Commissioner Arthur J. Tyrer, who directed 
the work of compiling this book of about 460 pages, an effort 
has been made to confine this volume to the laws actually in 
force with which owners, masters and agents of vessels should 
be acquainted. 

“The Navigation Laws for 1931” is divided into major sec- 
tions covering divisions such as the laws on measurements, load 
lines, documents of vessels, officers of merchant vessels, mer- 
chant seamen, seaworthiness, inspection of steam vessels, dis- 
crimination and retaliation, entry and clearance, customs laws 
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IN THE FIELD PQITONDAY — ON THE 2TARKET WEDNESDAY 


FAST DEPENDABLE SCHEDULES 
DURING 1932 SHIPPING SEASON 


(EFFECTIVE ON OR ABOUT MAY 24, 1932) 























The Caravan Potato 
(No. 99) Special 
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~RESH WITH DIX/E DEW 





N° forced cultivation nor artificial fertilization can produce delicious, 
tender, new potatoes like those that grow naturally under the 
smiling sun of the Southland. 


The “Potato Special”, fast merchandise train of the Norfolk and 
Western Railway, has direct interchange with the principal potato car- 
riers of the South and in addition picks up thousands of carloads from 
its own fields in Virginia and the Carolinas. These potatoes are care- 
fully packed in the especially prepared cars of the “Potato Special” and 
rushed to Western and Midwestern cities where they are placed on the 


markets “‘still fresh with Dixie dew”. 


Ask a Norfolk and Western representative to tell you about Southern 
potatoes and the “Potato Special”. 


BTERN RAILWAY 


ahd 4 ny tities 
- VIRG A 
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directly relating to vessels, consul’s services to vessels, do- 
mestic commerce, trade with Puerto Rico, trade with the Phil- 
ippines, trade with Alaska and the Virgin Islands, quarantine 
and bills of health, wrecks, ocean mail services, and a large 
number of other subjects of vital importance to those engaged 
in water-borne commerce. 


WATER CARRIER AGREEMENTS 


The following agreements, filed in compliance with section 
15 of the shipping act of 1916, have been approved by the Ship- 
ping Board: 


1810—Osaka Shosen Kaisha with the Pacific Steam Navigation 
Company: Provides for through movement of shipments from west 
coast of Central America to east coast ports of the United States, 
with transshipment at Cristobal or Balboa, Canal Zone. Through 
rates are to be in accordance with prevailing rates in the trade. — 

1846—Gulf Pacific Mail Line, Ltd., with Mitsubishi Shoji Kaisha, 
Ltd.: Arrangement for through shipments from Oriental ports of call 
of Mitsubishi Shoji Kaisha to United States gulf ports of call of Gulf 
Pacific Mail Line. Through rates are to be based on prevailing rates 
at time cargo is booked. Cost of transshipment at Seattle is to be 
apportioned between the two lines. 

1845—Gulf Pacific Line with Mitsubishi Shoji Kaisha, Ltd.: Covers 
through shipments from Oriental ports of call of Mitsubishi Shoji 
Kaisha to United States gulf ports of call of Gulf Pacific Line. Through 
rates are to be based on prevailing rates at the time cargo is booked. 
Transshipment expenses at Seattle are to be absorbed by the lines. 

1899—Dollar Steamship Lines, Inc., Ltd., with Panama Pacific Line: 
Arrangement for through shipments from United States Atlantic ports 
of call of Panama Pacific Line to the Orient, with transshipment at 
San Francisco or Los Angeles Harbor. Through rates are to be same 
as applicable direct line conference rates. Transshipment expense 
is to be absorbed by the lines. ; 

1866—Gulf Pacific Mail Line, Ltd., with American Mail Line: 
Covers through billing arrangement covering shipments from Oriental 
ports served by American Mail Line to United States gulf ports served 
by Gulf Pacific Mail Line, with transshipment at Seattle or Tacoma. 
Through rates from Oriental base ports of loading of American Mail 
Line are to be the same as applicable direct line conference rates. 
nua expense on all shipments is to be absorbed by the 
ines. 

1891—Panama Pacific Line with Black Diamond Steamship Cor- 
poration (American Diamond Lines): Covers through billing arrange- 
ment covering shipments of canned goods, dried fruit, apricot kernels 
and honey from United States Pacific coast loading ports of Panama 
Pacific Line to Rotterdam, Amsterdam and Antwerp, with transship- 
ment at New York. Through rates, which are to be based on direct 
line rates, and cost of transshipment are to be apportioned between 
the two lines. The agreement may be terminated upon notice by 
either party. 

1921—The New York & Porto Rico Steamship Company with 
American Scantic Line, Inc.: Covers arrangement for through ship- 
ments of wrapping paper from Finnish ports to Porto Rico, with 
transshipment at New York. Through rates are to be based on direct 
line conference rates. 

1910—Panama Pacific Line with Ellerman’s Wilson Line, New 
York, Inc.: Covers arrangement covering through shipments of honey, 
dried fruit and canned goods, including fish, from Pacfiic coast load- 
ing ports of Panama Pacific Line to Aberdeen, Antwerp, Hull and 
Newcastle. Through rates are to be based on direct line rates. Car- 
riers are to absorb the cost of transférring shipments at New York. 
The agreement may be terminated upon notice by either party. 

1922—Panama Pacific Line with Hamburg American Line: Covers 
through billing arrangement covering shipments of dried fruit, beans, 
apricot kernels, honey and canned goods, including fish, from United 
States Pacific Coast loading ports of Panama Pacific Line to Ham- 
burg. Through rates on shipments moving under the agreement are 
to be based on direct line rates. Carriers are to assume the cost of 
transshipment at New York. The agreement may be terminated 
upon notice by either party. 

1938—Luckenbach Gulf Steamship Company, Inc., with Dollar 
Steamship Lines, Inc., Ltd., and United Fruit Company: Covers 
arrangement for through shipments from or via Oriental ports, in- 
cluding Philippine Islands, to Tampico and Vera Cruz, Mexico, with 
transshipment at San Francisco and at New Orleans. Through rates 
are to be the sum of applicable direct line rates from Oriental ports 
to United States gulf ports plus proportional rates specified in the 
agreement covering transportation from New Orleans to destination. 
By its terms the agreement is restricted to pieces or packages weigh- 
ing not over 4,000 pounds and not over 20 feet in length. Cost of 
transshipment at San Francisco is to be absorbed by Dollar Line and 
Luckenbach Gulf and transshipment cost at New Orleans is to be 
absorbed by Luckenbach Gulf and United Fruit, except cartage 
charges at San Francisco and New Orleans on pieces or packages 
weighing 1,000 pounds or more, absorption of which is to be subject 
to special arrangement between the interested carriers. 

1272-3—Seatrain Lines, Inc., with Gulf Pacific Line: Modifies 
agreement between Gulf Pacific Line and Over-Seas Railways, Inc., 
covering through movement of shipments from Pacific Coast ports to 
West Indies, via New Orleans. The purpose of the modification is to 
record Seatrain Lines, Inc., as a participating carrier in this agree- 
ment as successor of the Over-Seas Railways, Inc. 

1272-2—Gulf Pacific Line with Seatrain Lines, Inc.: Modifies the 
above-mentioned agreement by substituting therein revised rates on 
shipments of wrapping and printing paper to Havana. Under the 
agreement in effect the through rate on wrapping and printing paper 
to Havana is 75c, Gulf Pacific absorbing transshipment cost out of its 
proportion of the through rate. By the modification there is substi- 
tuted a through rate of 60c per 100 pounds on shipments of wrapping 
and printing paper to Havana in quantities of less than 100 tons and 
55c per 100 pounds in quantities of 100 tons or more, the Gulf Pacific 
to absorb cost of transferring shipments at New Orleans. 

1847-1—Lykes Brothers Steamship Company, Inc., with Bull In- 
sular Line, Inc.: The agreement which is modified provides for 
through shipments of flour from Galveston, Houston, Port Arthur, 
Orange and Beaumont, Texas, and Lake Charles, La., to the Virgin 
Islands, with transshipment at San Juan, Porta Rico, upon through 
rate of 42%c per 100 pounds. By the modification approved there is 
included in the memorandum of agreement on file a provision to the 
effect that the arrangement is to be subject to a minimum bill-of- 
wading charge of $5, Lykes Brothers to absorb transfer charges at 
an Juan, 
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IMPROVEMENT OF WATERWAYS 


An appropriation of $60,000,000 for the prosecution of wo, 
on rivers and harbors, apart from flood control work, for th. 
fiscal year ending June 30, 1933, was recommended by the House 
committee on appropriations in the annual War Department 
appropriation bill reported to the House May 5. This wag the 
amount recommended by the Budget. Of the total, $37,519,859 
is for improvement and $22,480,150 for maintenance. 

For the Illinois River there is included $4,650,000 for ip. 
provement and $250,000 for maintenance. The estimated amount 
required to complete this project as of June 30, 1931, was stateg 
as $5,459,200. Other allotments included, follow: Lower Miggis. 
sippi system, $401,500 for maintenance; middle Mississippi sys. 
tem, $1,700,000 for improvement and $975,000 for maintenance: 
upper Mississippi system, $3,700,000 for improvement and $850, 
000 for maintenance; Missouri River system, $4,900,000 for im. 
provement and $1,763,000 for maintenance; Ohio River system, 
$4,735,000 for improvement and $1,507,000 for maintenance: 
Great Lakes connecting channels, $3,159,900 for improvement and 
$114,000 for maintenance; Great Lakes harbors, $2,242,000 for 
improvement, and $1,817,500 for maintenance. 

The committee said the Chief of Engineers estimated the 
cost to complete all authorized projects, excluding those not 
justified in the interest of commerce and navigation, at $215, 
000,000. Of such projects, however, notably the upper Missis. 
sippi, Missouri, and Tennessee Rivers, the committee said, the 
authorized appropriations fell short of the estimated cost to 
complete the projects to the extent of $216,000,000. The com. 
mittee said the unfinished program at this time, therefore, would 
require approximately $431,000,000 to complete. The Chief of 
Engineers advised that the amount proposed of $60,000,000 for 
1933, would permit of “vigorous prosecution of practically all 
projects on which operations are in progress.” 

Secretary of War Hurley has approved allotments of $1,025, 
000 for work on the Missouri River and $17,000 for Monroe 
Harbor, Mich. 

Secretary of War Hurley has approved an allotment of 
$32,416.05 from river and harbor funds for construction of a 
warehouse, paint and oil storage building at Detroit, Mich, 
for use in connection with river and harbor operations. 

Secretary of War Hurley has approved allotments of $60,000 
for purchase of land and flowage easements at the Marmet dam 
site of the Kanawha River, W. Va., and of $1,000 for removal 
of obstructions in the pool formed by the dam at Sterling, Ill. 


PROPOSED CHECK ON BARGE LINES 


A proposal to subject the fiscal affairs of the Inland Water- 
ways Corporation, the government barge line agency, to “the 
scrutiny and approval of the General Accounting Office” was 
made May 5 by the House committee on appropriations in re 
ont Hg the House the annual War Department appropria- 
tion ‘ 

No funds are carried in the bill for the government barge 
line due to the fact that the money for that agency is provided 
through appropriations made for the purchase of stock of the 
barge line corporation by the government, and the last appro 
priation made for that purpose has not been exhausted. 

Major General T. Q. Ashburn, chairman of the board, In 
land Waterways Corporation, testified before the committee 
with respect to the barge line operations. 

“Some time after such statement was made,” said the com: 
mittee in its report, “the committee’s attention was brought to 
an instance where the corporation had not proceeded as an 
executive branch of the government would be required to do 
in the award of a contract. The case in question involved the 
acceptance of a bid of $112,000 to the exclusion of a low bid, 
apparently on the specifications and submitted by a responsible 
bidder, of $86,000. The corporation authorities may feel that 
they acted in the best interest of the government, and perhaps 
they did, although the information in the possession of the com: 
mittee would not appear so. The matter has been brought to 
the attention of the Comptroller General, and he has recom: 
mended the enactment of the provision appearing on page 74 of 
the bill, which is designed to give the corporation necessary 
latitude as such and yet to subject its fiscal affairs to the 
scrutiny and approval of the General Accounting Office.” 

The provision in the bill referred to follows: 

Hereafter, all expenditures by or on behalf of the Inland Water- 
ways Corporation shall be accounted for and audited as are €X- 
penditures by the executive departments and establishments ge?- 
erally, but in such connection the Comptroller General of the United 
States is hereby authorized to sanction the use of moneys provided 
for the operations of the corporation, and to allow credit accordingly, 
for expenditures not otherwise allowable, if and when established 


to be reasonably necessary to a proper functioning of the legal ac- 
tivities of the corporation. 


In his testimony before the committee General Ashbura 
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discussed cotton shipments, cotton rates, equipment and boats 
on hand, grain movements, improvement in service, relative 
costs of rail and water transportation, account of reserve and de- 
preciation, revenues, expenses and tonnage, savings afforded 
public, and investment in terminals and equipment. 

“We are taking in more money every year than we spend, 
except upon new equipment,” said General Ashburn. “The op- 
erations themselves are self-sustaining. 

“It is true, of course, that we do not pay taxes, we do not 
pay any interest on our money, and we do not pay a lot of 
charges that it is claimed we should. But those charges are 
not there, and I doubt if they ever will be.” 

General Ashburn submitted a comparative statement of 
tonnage revenue and expenses, January to October, inclusive, 
1930 and 1931, by divisions of the Inland Waterways Corpora- 
tion. This showed, for the cight-month periods, net income and 
deficit in net income as follows: Lower Mississippi division, 
1931, net income of $379,174.71 as compared with $340,467.72 in 
the 1930 period; upper Mississippi division, 1931, deficit of 
$246,384.19 as compared with deficit of $271,685.42 in the 1930 
period; Warrior division, 1931, deficit of $71,177.22 as compared 
with deficit of $156,954.91 in the 1930 period; Warrior River 
Terminal Co., 1931, net income of $31,537.94 as compared with 
deficit of $18,313.22 for the 1930 period. 

The total investment of the corporation amounted to $24,- 
047,529.59 as of October 31, 1931, the committee was advised. 
General Ashburn discussed at length the barge line cotton rate 
controversy that arose when the railroads protested to Presi- 
dent Hoover against rates proposed by the barge line. These 
rates were suspended as the result of that protest and over the 
objection of General Ashburn. They have not been restored. 
In that connection General Ashburn told the committee that if 
Congress ever took away from the inland waterways their 
right to make all water port to port rates, “they might as well 
take the money they spent for their rivers and throw it into 
the sea. If the right to make those all water port-to-port rates 
is going to be put into the hands of a commission, and if you 
take away the right of any common carrier on inland streams 
to make its own port-to-port rates, you will affect the move- 
ment by water of any commodity that is manufactured, partic- 
ularly agricultural commodities, and cripple water operations 
so that they cannot possibly succeed.” 

“If the port-to-port rates, of the barge line could be sus- 
pended,” continued the general, “We come to a condition where 
the opponents of waterways could practically take away all 
traffic now moving by inland streams, simply by objecting and 
asking for a long drawn out investigation.” 

Representative Collins, of Mississippi, chairman of the sub- 
committee holding the hearings, remarked as follows: 

“Then they would say that this is just another instance 
where the government has failed to make a success out of a 
business enterprise. They could make that their argument.” 

“Absolutely,” said General Ashburn. “This illustrates the 
difficulty of doing what you gentlemen told us to do, to bring 
back water transportation, and to coordinate it with other forms. 

“The whole theory on which this corporation was based, as 
you gentlemen remember, was that there should be one gov- 
erning head, one man who would have the power to act as the 
head of an independent transportation agency would act. 

“If you change your theory on this, if you change your 
port-to-port rates so that they are under some commission, if 
you take this independent governmental organization and put 
it under a governmental bureau instead of letting it be an in- 
dependent organization itself, then you might as well admit 
that water transportation is dead, and you do not care to re- 
vive it.” 

“We would have our rivers and streams for their scenic 
beauty,” remarked Representative Collins. 

“Yes,” said General Ashburn. “It would be the death-knell 
of waterways.” 

Reference by General Ashburn to efforts being made either 
to put the corporation out of business or subject it to regula- 
tion led Mr. Collins to express the opinion that the corporation 
would be put out of business. 


COST OF WATERWAYS 


Fred G. Dorety, vice-president and general counsel, Great 
Northern Railway, in an address before the Junior Association 
of Commerce, Minneapolis, April 26, presented the cost of 
inland waterway transport in a manner that was new, in some 
respects, with graphic explanations of items and reasons why 
water transport seemed cheaper, though, he argued, it was 
more expensive than rail transport in the end. It was pointed 
out for him that he appeared more from the point of view of 
the taxpayer and shipper than from that of the railroad, since 
the Great Northern was itself in no serious danger from loss 
of traffic to waterways. 
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“It is argued that a nine-foot channel and improved gov- 
ernment barge transportation on the Upper Mississippi would 
put Minneapolis and St. Paul virtually on the seacoast and 
give them the same cheap transportation and trade advantages 
that the Panama Canal has provided for the coast cities,” said 
he. “My answer is that barge transportation will not do this. 
A river barge is a slow, awkward and expensive vehicle which 
cannot compare for efficiency with ocean or lake steamships, or 
with a modern railroad train. 

“On the lower Mississippi River, which already has a nine- 
foot channel, four 2,000-ton barges are operated in a tow, with 
a total load of 8,000 tons. A modern 75-ton freight car will 
carry 80 tons of wheat, sugar or other heavy commodities, and 
100 such cars would carry 8,000 tons or the equivalent of a 4- 
barge tow. The variable grades of an ordinary overland rail- 
road restrict train loads to four or five thousand tons, but on 
a water grade railroad along the Mississippi, 8,000-ton trains are 
possible. On our iron ore trains one locomotive handles 140 
cars and 10,000 tons. The same is true of many coal trains. 

“A barge tow makes eight miles an hour downstream, but 
the average speed upstream and down, including delays, is less 
than five miles. Freight trains between here and Chicago make 
twenty miles an hour, including stops. 

“The barge tow carries a crew of 30 men who work in 
two shifts of fifteen men each. The railroad train would carry 
a crew of five men. Five men would carry 8,000 tons twenty 
miles an hour by train, while fifteen men carry it five miles an 
hour by barge. One-third as many men would carry it four 
times as far by rail! 

“To put the same thing in another way, the train would 
make a round trip to St. Louis and return in three days. The 
barge takes thirteen days. The train would make four round 
trips while the barge makes one. It would take four barge 
outfits with sixty men to the shift to do the work of one train 
with five men, which again shows that in amount of transpor- 
tation accomplished per man hour of crew, the railroad train 
would be twelve times as efficient. 

“Ninety per cent of all barge traffic is transferred between 
the barge and a railroad car at both ends of the trip. The 
barge company spent $600,000 for crew wages in 1929 and 
$1,300,000 for dock wages, indicating that it employs twice as 
many men on the docks as it does on the barges. Their wharf 
labor costs twice as much as their crew wages. There would, 
of course, be no transfer from car to car in the railroad service, 
and no comparable expense. 

“Our ore trains burn fifty cents worth of coal a mile. An 
8,000-ton barge tow burns two dollars’ worth or four times as 
much. It also costs about four times as much to maintain the 
four barge outfits as it would to maintain one railroad train. 

“A barge outfit capable of carrying 8,000 tons would cost 
$600,000. Four barge outfits equal in capacity to one railroad 
train would cost $2,400,000. A locomotive and 100 freight cars 
would cost $350,000. However, while 100 cars were on the road, 
there would have to be another hundred cars being unloaded and 
loaded at each end of the journey. The complete railroad outfit 
would cost about $800,000 or one-third of the cost of the com- 
plete barge outfit. 

“A 600-mile water grade railroad track along the river to 
St. Louis would cost $75,000 a mile or $45,000,000. The river 
highway has already cost $50,000,000 and will cost $125,000,000 
more or $175,000,000 in all. It will cost four times as much as 
a railroad track. 

“To maintain the railroad track would cost $2,000 a mile 
or $1,200,000 a year. To keep the river dredged and maintain 
and operate the dams and locks, including surveys and admin- 
istration, will cost $2,000,000 a year or nearly twice as much as 
the railroad. 


“One-half of the money required to build and maintain 
the river channel and to provide barge equipment would not 
only build and maintain the railroad but would pay all of its 
operating expenses. It would not be necessary to make any 
freight charges whatever. The river freight could be moved 
free. For efficiency and cheapness of transportation, the rail- 
road train is many times superior to the river barge. 


“In the railroad cost figures I have given you, I have dis- 
regarded railroad switching and terminal expenses, which are 
almost one-third of all railroad operating expenses. For the 
barge movement, 90 per cent of the freight is assembled by 
railroad switching at one end and delivered by railroad switch- 
ing at the other. The barge company pays for this railroad 
switching on a good deal of its traffic, but under orders of the 
Commission, it pays only what is known as the reciprocal 
switching rate, which is as low as $1.80 a car for some move- 
ments. This is only about a half or a third of what a private 
shipper would pay for a similar movement between two indus- 
tries, and it is probably not a fourth of what it costs the rail- 
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road to perform the service. In the railroad cost figures I have 
given you, I am assuming that our hypothetical railroad train 
would get the same service from the other railroad companies 
at both ends of the line. It would have no railroad terminals 
and no terminal expense of its own, except the payment of these 
small switching charges. It would take the cars collected by 
the other railroads and placed in a train ready for through 
movement, and it would haul them to destination and leave 
them there for other railroads to distribute, which is all that 
the barge company does. 

“Railroad transportation is not only much less expensive 
than the barge transportation but it is vastly superior. The 
railroad would provide 30-hour delivery in St. Louis where 
the barge requires five or six days. The railroad would give 
fourth morning delivery in New Orleans where the barge takes 
twenty days. The railroad operates 365 days a year while the 
barge is tied up for five months in the winter by ice. 

“J will admit that no such comparison as this would hold 
good for the average railroad operation, where single cars and 
light loads are picked up here and there, and often moved only 
a short distance. The average freight car loading in the coun- 
try is only sixteen tons and not eighty. The average freight 
train contains fifty cars and not one hundred and carries 800 
tons instead of 8,000. The 800-ton train requires the same 
crew of five men, so that the average crew cost per ton is 10 
times what it would be on the hypothetical train that I de- 
scribed. In the ordinary freight bill something must be added 
also for taxes and bond interest and a large amount for 
terminal expenses. All this explains why the average freight 
charge is so much higher than the low cost which I have 
described. But barge operation should not be compared with 
average rail operation. Both barge and rail operation should 
be considered with reference to the special traffic conditions. 
If you can collect enough freight at one point to be moved in 
a large solid trainload over a long distance to another point 
with no taxes or bond interest and no switching expense, 
except a small reciprocal switching charge—in other words, if 
the railroad train could handle the same traffic under the same 
conditions as the barge—I say that it could handle it for one- 
fourth of the barge cost. 

“The barge suffers even more in comparison with fast lake 
or ocean steamers. Testimony in a recent I. C. C. hearing 
showed costs of seven-tenths mills a ton mile for lake naviga- 
tion and grain is actually handled from Duluth to Buffalo at 
that rate. Coal is handled for 35 cents a ton or about four- 
tenths of a mill per ton mile. The barge lines’ published costs 
are from six to ten times that and if you add government costs 
they are fifteen to twenty times as high. 

“The barge is superior to the wheelbarrow or the wagon 
but is not to be compared with a fast steamship or a rail- 
road train. But even steamship transportation suffers by com- 
parison with the railroad when moved on artificial water. 

“There are two reasons why the barge freight bill is lower 
than that of the railroad. One is the character of the traffic. 
It has a long haul in large volume with small switching ex- 
pense, which are just the conditions which would make for 
particularly cheap railroad operation, and it does not handle 
that traffic which makes average railroad operation expensive. 
The other is that the freight barge bill covers only about two- 
fifths of the actual cost of the service. You pay the other 
three-fifths in your tax bill. 

“There is just one argument in favor of the barge line. 
As a practical matter, you cannot get the government either to 
build a free public railroad for you or to pay a part of your 
freight bills on existing railroads. You can get it to build 
a free river highway and pay a part of your river freight bills. 
There is some strange hallucination about water navigation 
which makes politicians and the public willing to spend money 
in this way. It is argued that while others are making grabs 
from the public treasury, you should grab also.” 


MERCHANT FLEET INCREASE 


According to a statement of Arthur J. Tyrer, commissioner 
of navigation in the Bureau of Foreign and Domestic Com- 
merce of the Department of Commerce, more tonnage was added 
to the American merchant fleet in the week ended April 30 than 
in any like period this year. Thirty-eight vessels, with a gross 
tonnage of 9,113, constituted the additions which had the effect 
of making the last week in April the best of this year. 


MISSISSIPPI FERTILIZER RATES 


Counsel for Mississippi and the Mississippi commission have 
advised the Department of Justice and the Commission that they 
have asked the federal court to enjoin the enforcement of the 
Commission’s order in No. 23911, rates on fertilizers and 
fertilizer materials within the state of Mississippi and on ferti- 
lizer materials with the state of Louisiana east of the Missis- 
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sippi River. (See Traffic World, February 27, p. 441.) A hear 
ing on the application for a restraining order is to be haq at 
New Orleans, La., on May 9. The order of the Commission ;, 
dated to become operative May 10. The Commission found the 
Mississippi state rates unjustly discriminatory against inte;. 
state commerce and unduly prejudicial to interstate shippers 
It vacated and set aside that part of its order creating the par 
of the case pertaining to rates within Louisiana. 


BONDS FOR WATERWAYS 


In the printed record of the hearings on S. 175, the Ship. 
stead half a billion dollar waterway bond bill, before the Senate 
commerce subcommittee headed by Senator Nye, of North Da. 
kota, has been included comment by S. A. Thompson secretary 
and treasurer of the National Rivers and Harbors Congress 
and by the Mississippi Valley Association, on the testimony of 
R. H. Aishton, chairman of the executive committee of the’ 
Association of Railway Executives, and of Dr. C. S. Duncan, 
economist for the Association of Railway Executives, in oppo. 
sition to the Shipstead bill. Errors alleged to have been made 
by Dr. Duncan in his testimony are set forth by both waterway 
association statements. As to Dr. Duncan’s testimony with 
reference to money spent by the government on waterways the 
Mississippi Valley Association says its figures were for capita] 
invested in the waterways and did not include maintenance 
expenditures. 


HIGHWAYS AND WATERWAYS 


Construction of three transcontinental highways, one to be 
named the “Road of Prosperity,” another the “Road of Peace,” 
and another the “Road of Glory,” is provided for in a bill (H, 
R. 11811) to provide for emergency construction of highways 
and of other authorized public works to aid in increasing em. 
ployment, introduced in the House by Representative Black, 
of New York. The bill would appropriate $500,000,000 to pro- 
vide for the federal part of the cost of the highways under the 
federal aid highway plan. To enable the states to meet their 
part of the cost the bill authorizes the Secretary of the Treas- 
ury to lend to the states not to exceed $500,000,000 per annum. 

Among other projects covered by the bill, provision is made 
for allotment of $815,000 to be spent by the Inland Waterways 
Corporation, the government barge line agency. 

A five-billion dollar bond issue is authorized by the Dill. 


AIR AND OCEAN SUBSIDIES 


The Trafic World Washington Bureau 


Contending that if the government stopped paying subsidies 
of $35,000,000 to steamship lines and of $20,000,000 to air lines, 
under ocean and air mail contracts awarded by the Post Office 
Department, the postal service could stand the reduction in its 
annual appropriation proposed in Congress without discharging 
a single employe, Senator McKellar, of Tennessee, provoked 
discussion in the Senate this week relative to ocean mail con- 
tracts. He made another general attack on the subsidies to 
ocean steamship lines under the Jones-White merchant marine 
act of 1928 and claimed 39 of the 44 ocean mail contracts were 
void because illegal, due to the fact that, he said, there was no 
competitive bidding. He named the United Fruit Co. as draw- 
ing somewhere in the neighborhood of a million dollars a year 
as a subsidy for carrying an inconsequential amount of mail. 
He said the advertisement in this case specified that the ships 
must have refrigerator space in order to carry the mails. He 
charged that such a provision was inserted because “that par- 
ticular company was slated for the contract, and the Post 
Office Department put the refrigerator space provision in it so 
as to prevent any other company from securing the contract.” 
He said the testimony before the appropriations committee 
showed that the United Fruit did not need the subsidy money. 

When Senator Borah, of Idaho, asked Senator McKellar to 
explain just what he meant when he said “a subsidy,” the Ten- 
nessean said one contractor said that only a hatful of mail was 
carried on his route and yet he was getting several hundred 
thousand dollars a year for carrying that hatful of mail. 

“I say that is an absolute subsidy,” said he. “It was in2- 
tended as such, evidently, although the word ‘subsidy’ is not in 
the act.” 

Senator Fletcher, of Florida, spoke in support of the ocean 
mail provisions of the Jones-White act, contending that the 
purpose was to provide for the upbuilding of an American mer- 
chant marine under private operation. 

Senator Long, of Louisiana, indicated support of the provi- 
sions in defending mail payments to the Mississippi Shipping 
Co. He said that company, even with the government subsidy, 
had not made anything out of its operations. He said it was a 
question of whether “we want the trade of Latin America or 
not.” 
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Senator McKellar submitted a table showing a comparison 
of payments made under ocean mail contracts with the normal 
transportation value of the mail in fact carried. This was com- 
piled by John Nicolson, formerly with the Shipping Board, from 
data furnished by the Postmaster General to the Senate in re- 
sponse to Senate resolution 85 (S. Doc. No. 69). International 
Postal Union rates were used to compute thé normal transpor- 
tation value of the mail in fact carried. Service under the mail 
contracts involved began at various dates in 1928, 1929, 1930 
and 1931. The table, minus two columns showing the date in 
each case service began and page references to S. Doc. No. 69, 


follows: 
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which is said will require from 3% to 4 hours. The first hop 
from Toronto to Rochester will be made in an amphibian plane 
and the passengers will change in the latter city to a six-place 
land plane for the remainder of the trip to New York. 


AIR TRAFFIC 


Passengers carried on air transport lines the first quarter of 
the year totaled 86,763, an increase of 31 per cent as compared 
with the same period of 1931 when 66,399 passengers were 
flown, according to the Aeronautical Chamber of Commerce of 
America, Inc. A total of 22,555,392 passenger miles were re- 





Total pay- Commer- 

ments cial value Excess of 

under these of the contract 
ocean mail transporta- payments 
Mail contracts tion over com- 
Route to June 30, i. & VU. mercial 

No. Names of lines, terminal ports of routes 1932 rates) value 
i I TR, DO OR SN TO Wo 5:9 6:0 56 6:0:66:0:9-66.0:56.6'0.6.5's 640:9.0.0'4 4.60 494000008 0650 $. 3,679,132 $ 239,718 $ 3,439,414 
5 Export Steamship Co., New York and Mediterranean ports...........ccccecececececeeccees 3,856,403 89,697 3,766,706 
6 American-South African Line, New York and East African ports.............ceeeeeeeeeees 782,692 43,237 739,455 
S Grace BecmateeD Co., TOW TOP OH Cah iic.o.o.0:0 6:0:8:0:0::0:0:5:00:00.0000080 000008 eee ccecccecscccens 2,676,706 374,634 2,302,072 
10 New York & Porto Rico Steamship Co., San Juan, P. R., and Santo Domingo.............. 132,312 2,720 119,592 
15 Eastern Steamship Lines, Boston and Yarmouth, Nova Scotia.........cccecceececeveeeces 648,432 9,246 639,186 
SS ASTOR meeers TAR, TOOW ZOTK GWE TRIS Bice cdnccccccctesecsscsccsccesssccesceeses 1,618,941 246,647 1,372,294 
17 Amerfcan-West African Line, New York and Capetown, South Africa.............2+e+00: 96,557 0,294 86,263 
18 Atlantic & Caribbean Steam Navigation Co., New York and Maraciabo, Venezuela........ 1,025,017 175,358 849,659 
19 Colombian Steamship Co., New York and Colombia, South America............--eeeeeeeee 334,182 56,050 278,132 
20 New York & Cuba Mail Steamship Co., New York and Habana, Cuba..........-...0.00++ 1,461,152 99,416 1,361,736 
21 New York and Cuba Mail Steamship Co., New York and Vera Cruz, Mexico................ 1,153,724 28,507 1,125,217 
3 Gulf Mail Steamship Co., New Orieans and Progreso, MeKICO. ... .ccccoccccccscccccccscosses 48,548 4,735 43,813 
33 Lykes Bros. Steamship Co., Galveston and San Domingo. ...........cccccccccccccsssccsves 789,258 665 788,593 
St GCossmic Stems Co., GA BARC GUE DMO. o.oo ccc vrcscccvcccsccscccveceesscenes 1,915,626 675,951 1,239,675 
SS Deller Stenmelip Lines, San Pramcincd QNG BMamlim, PB. 1.0... cccccccscccccccccccccccsccens 3,517,944 410,074 3,107,870 
es ee NE, oso s.5.0w.010:0.0'0 9.010 6's 4.0.0 6'0'0'0b.00 046500040000 s0 6048 2,965,098 699,092 2,266,006 
2] DGlar BEORMGEtp LANCE, BAM PIGRCISCH BNE COV. ovo cccccvccccicccccccesevvescscvcccecese 3,156,770 123,344 3,033,426 
SS BERORS BGR WO., SOTA GUE BEAM soos ccccccevcseccsicsecccsecccvecesvcecsecsevesees 1,098,735 11,275 1,087,460 
SS Bintan BESRSND CG., FOTUARG BAG TOs ociccccccccvsevsvscvsscceseccccstceccesvesccvsoes 537,950 6,162 31,788 
30 Oceanic & Oriental Navigation Co., Los Angeles and New Zealand............cceeeeeeeees 480,930 12,367 468,563 
31 Oceanic & Oriental Navigation Co., Los Angeles and Melbourne............eescceeeeeeeeeces 580,140 11,181 568,959 
$3 American Line Btesmelin Co., NOW TOrk BMG BAIDOR. 2c cccsccccscvcccccccvcccscscecvceses 885,280 52,353 832,927 
33 South Atlantic Steamship Co., Savannah and BremMen.........ccscsccsccccccccccccccccccecs 917,169 75 917,094 
34 Pacific Argentine-Brazil Line, San Francisco and Buenos AireS............cceeceeseeeeeees 759,036 274 758,762 
35 Mississippi Shipping Co., New Orleans and BraZil...........seeeeeeccceceeccceeeeserenceens 607,792 62 607,730 
33 4 Tacona-Oriental Bteameshin Co., TACOMA ON MAMIIR......cccrcsccccccccceccccccccsccscccees 666,384 1,901 664,483 
37] Panama Mall Steamship Co., Ban Francisod ANd TIADANG. ....ccccccccsccscccccvcvesceccvoces 443,152 1,821 441,331 
Se GEACO BUCA Co., TOCOTI GIG Cs 06sec cc cccdccccecseccecccvecrosecesceesoeceseees 238,500 329 238,171 
39 United Fruit Co., San Francisco and Armerellas ........cssecsseccccccscccecssecceccccccees 392,860 3,248 389,612 
40 United Fruit Co., New York, Habana, and Port Lim0n...........ceeeecceeeeecceeeeeecceees ng (*) (* 
41 United Fruit Co., New Orleans, Habana, Cristobal, Cartagenad.......... sees eseeeeeeereees (*) (*) (*) 
42 United States Lines (canceled).......s.csccecseeees Seem alae aaces eee aa owe Rise ween wire ( (ft) (t) 
48 United States iines, New York, Piymouth, And HAMDUrG. ..... 0 cccccccccccceccccccsecceses 490,248 141,421 348,827 
44 United States Lines, New York and London. ........sceecececseseccereceenceeceseceseeeerees 1,254,906 118,763 1,136,143 
45 Tampa-Inter Ocean, New Orleans and Spain......cccccccccccccscccccccscccccvcccccsvcscvess 438,775 20 438,755 
46 Roosevelt Steamship Co., Baltimore and Hamburg...... See eeerececceceseesorsoesesceeecees (t) (ft) (t) 
47 American-West Africa Line, New Orleans and West Africad.........-:.e cee ceeeeeeeeeeeneees 89,820 30 89,790 
48 Oceanic & Oriental Navigation Co., San Francisco and Dairen...........ssseseseeeeeeeeeees 224,650 4,292 220,358 
49 Oceanic & Oriental Navigation Co., San Francisco and Saigon...........cceeeceececceceees 300,210 2,655 297,555 
(SCURKbOKSEESA EN ONA EROS 40,965,031 3,667,614 37,297,417 


Total 
*Subsequent to June 30, 1931. 


This compilation is as of June 30, 1931, and effective date of contracts is Mar. 21, 1932. The initial fleet 


and schedule will require annual payments of not less than $247,600 for No. 40, and not less than $245,750 for No. 41. 
+This contract was canceled before its effective date. (S. Doc. No. 69 


tEffective date subsequent to June 30, 1931. 


Ira A. Campbell, counsel for the American Steamship Own- 
ers’ Association, in an address in Washington before the Amer- 
ican conference on institutions for the establishment of inter- 
national justice, May 3, took the position that the aid accorded 
American steamship lines through the ocean mail contracts was 
necessary if the United States was to have a merchant marine 
for use in connection with the maintenance and development of 
foreign trade. If the Shipping Board were reorganized as had 
been proposed, said he, it would have more time to deal with 
rate and service problems. 

The question of stopping payments on ocean mail contracts 
was discussed further in the Sehate May 4. Senator Oddie, of 
Nevada, disagreed with Senator McKellar on the latter’s con- 
tention that the government could cancel ocean and air mail 
contracts. Senator Norris, of Nebraska, joined the debate in 
support of Senator McKellar. 


AIR CARRIERS AND LABOR 
Senator Bingham, of Connecticut, and Representative 
LaGuardia, of New York, have introduced S. 4565, and H. R. 
11867, respectively, bills to amend the railway labor act so as 
to extend provisions of that act to common carriers by air and 
carriers transporting mail for the government. 


TORONTO-NEW YORK AIR-LINE 


Airplane passenger and freight service between Toronto, 
Canada, and New York will be inaugurated by a Canadian com- 
Dany the first week in May, according to information received 
in the Department of Commerce from Trade Commissioner L. A. 
France, Toronto. 

Both amphibian and land planes will be used in the journey 


» Pp. 8.) 
The initial fleet and schedules will require annual payments exceeding $1,223,000. 





ported flown the first quarter of this year, or 43 per cent more 
than the 15,692,357 reported in 1931. 

“Similarly, better and more frequent schedules offered to the 
public resulted in a 59 per cent increase in scheduled miles 
from 8,375,314 in 1931 to 13,317,116 in 1932,” says the chamber. 
“Miles flown, equaling between 85 and 90 per cent of the miles 
—— totaled 11,359,978 in 1932, as compared with 7,427,641 
n 1931. 

“Preliminary figures for air mail in March of this year bring 
the total volume for the first quarter to 2,073,338 pounds. This 
is four per cent less than the 2,158,918 pounds carried during 
the first three months of 1931. 

“Air express during the first quarter of 1932 totaled 283,626 
pounds, an increase of 36 per cent as compared with the 209,004 
pounds reported for the same period of 1931. 

“Gasoline and oil consumption during the first quarter of 
1932 increased in nearly the same proportion as miles flown, 
4,535,422 gallons of gasoline being used and 133,013 gallons of 
oil.” 


AIR TRANSPORT RATING FOR PILOTS 


Establishment of a “scheduled air transport rating” by the 
Department of Commerce for all aircraft pilots flying in sched- 
uled interstate air passenger transportation, is provided for 
under an amendment to the air commerce regulations announced 
by Clarence M. Young, Assistant Secretary of Commerce for 
Aeronautics, 

“The new rating,’ Col. Young said, “will certify to the 
previous flying experience of the pilot, including cross country 
and night flying; his ability to fly entirely by instruments in 
an emergency; his aptitude in utilizing aeronautic radio and 
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the other aids to air navigation provided on the federal airways 
and his proficiency in the general science and operation of 
scheduled air transportation.” 

Indirectly the rating carries with it the requirement that all 
aircraft employed in scheduled interstate air passenger service 
shall be equipped with all types of instruments necessary for 
instrument flying. 

The amendment will become effective May 5 and after the 
first of next year it will be mandatory on all scheduled inter- 
state air passenger lines. The intervening time between the 
effective date and January 1 will be devoted both by the air 
lines and the pilots to fulfilling the provisions of the regulation. 


FEDERAL AID FOR AIRSHIPS 

The House committee on interstate and foreign commerce 
has ordered favorably reported H. R. 8681, with amendments, 
extending federal aid to American airships in foreign commerce 
through a mail subsidy similar to that extended to American 
steamships in foreign trade under the Jones-White act of 1928. 
It was contended before the committee that such legislation was 
needed to aid in the development of service by large merchant 
airships. 

The Senate commerce committee has ordered a favorable 
report on the McNary bill, with amendments, providing for fed- 
eral aid for airships and aircraft in foreign commerce through 
mail payments. 


AIR CONFERENCE 


The Royal Aero Club of Italy has called a conference of 
transoceanic flyers to be held in Rome May 22 to 30, and Col. 
Clarence M. Young, Assistant Secretary of Commerce for Aero- 
nautics, is cooperating with that organization to the end that 
there will be a suitable representation of American airmen in 
attendance at the gathering. 

In letters to American airmen now on civilian status, who 
have flown the oceans, Col. Young said: 


You, who have brought to the attention of the world the possi- 
bilities of transoceanic aerial travel by your individual effort are 
now asked to gather and make available the practical information 
you have acquired, in order that the initial establishment of regular 
commercial services may be based on all known knowledge. 


He added that intercontinental aerial services already were 
in existence in the western hemispheres, and that a further 
extension of such services both east and west from North Amer- 
ica was a development that might be expected in the near future. 
A conference of the type projected by the Royal Aero Club of 
Italy should bring forth much of a constructive nature, he said. 
Col. Young’s letters were addressed to the following: 


Erik H. Nelson, Leigh Wade, Leslie P. Arnold, Jack Harding, Henry 
H. Ogden, Emory B. Bronte, Ernest L. Smith, Col. Arthur C. Goebel, 
Martin Jensen, Paul Schluter, H. W. Lyon, James Warner, Col. C. A. 
Lindbergh, Clarence D. Chamberlin, Charles A. Levine, Adm. R. E. 
Byrd, Bernt Balchen, George O. Noville, Bert Acosta, Edward F. 
Schlee, William Brock, George Haldeman, Ruth Elder Camp, Amelia 
Earhart, Louis Gordon, Lewis A. Yancey, Roger Q. Williams, Wiley 
Post, Harold Gatty, Russell Boardman, John Polando, Holger Hoiriss, 
Otto Hellig, C. H. Schildhauer, Alexander Magyar, George Endres, 
Clyde Pangborn, Hugh Herndon, Sir George Hubert Wilkins, Capt. 
A. C. McKinley, Walter Hinton, E. S. Rhoads, Capt. H. C. Richard- 
son, and Lt. David McCulloch. 


RAILROAD TRUCK OPERATION 


The Spokane, Portland and Seattle Railway Company, 
through an affiliation, has reached out some eighty miles be- 
yond its own ralis to compete with motor truck and rail lines, 
setting up, for all practical purposes, a motor truck feeder 
subsidiary. 

In October, 1930, the Northwest Freight Transport Com- 
pany was organized to transport freight from store door to 
store door between Oregon points of the Spokane, Portland and 
Seattle Railway, the Oregon Electric Railroad, and the United 
Railways, the two latter being Spokane, Portland and Seattle 
subsidiaries. 

C. A. Hart, attorney for the railroads, was elected presi- 
dent of the transport company. Other officers were: Secretary, 
W. H. Marsh, assistant to the president and secretary of the 
S. P. & S.; treasurer, J. E. Mang, treasurer of the S. P. & S.; 
directors, R. W. Pickard, general freight agent, S. P. & S., and 
Frank R. Forbes, formerly a traffic representative of the S. P. 
& S. He was also manager of the transport company. 

Most of the business of the transport company was via 
the Oregon Electric, as the United Railways is of small conse- 
quence and the transport company was not a recognized inter- 
state carrier and could not handle shipments between Oregon 
and Washington points on the S. P. & S., nor could it handle 
shipments to or from Oregon points on the Oregon Trunk 
Railway as they are reached from Portland via Washington. 
This interstate obstacle, however, was hurdled recently by 
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the Northwest Freight Transport Company contracting to 
deliver and pickup freight for the S. P. & S. and the Orego, 
Trunk, and hiring transfer companies to do the actual hauling 

Thus freight for store-door pickup and delivery between 
interstate points is routed via the S. P. & S. and Oregon Trun; 
and the freight charges are payable to the S. P. & S., whereas 
freight to move intrastate in Oregon is routed via the North. 
west Freight Transport and freight charges are payable to the 
Northwest Freight Transport. Actually both types of ship- 
ments are picked up and delivered by the transport company 
and transported by the railroads, but, in the one case, the 
railroad is hiring the transport company to handle pickup ang 
delivery and, in the other, the transport company is routing its 
costumers’ freight via the railroad. 

Last fall a short highway route, Portland to Yakima, Wash. 
ington, was opened. The only rail route between the two points 


is via Pasco, Washington, which is rowndabout, the distance . 


being about 320 miles as compared with 187 miles via the new 
highway. The S. P. & S. does not get into Yakima, but carries 
freight for that point to Pasco, where it ransfers it to the 
Northern Pacific. Not only is the rail distance greater put 
the rail rates are higher than via truck lines. 

Between Portland and Pasco the S. P. & S. has a branch 
line from Lyle to Goldendale, Washington, reaching out in the 
direction of Yakima but about eighty miles away. Shortly after 
the new cutoff was opened the Yakima-Portland Early Bird 
Line obtained a certificate to operate as a motor truck carrier 
between Goldendale and Yakima. W. P. Johnston, general man. 
ager of the Spokane and Inland Empire Railroad at the time 
it was purchased by the Hill lines, is president of the Yakima. 
Portland Early Bird Line. Road conditions prevented operation 
in the winter, but April 15 the Early Bird line started running 
and issued a tariff. 

Freight from Portland is picked up by the Northwest 
Freight Transport for account of the S. P. & S., which bills 
it to Goldendale care of the Early Bird line, which, in tum, 
pays the railroad the rail tariff rates and bills the shipper on 
a through rate basis. Shipments from Yakima and way points 
for Portland are routed via the Early Bird line in care of the 
Ss. P. & S. at Goldendale, the Northwest Freight Transport 
handling delivery at Portland. The Early Bird line bills the 
shipper on a through rate basis. Freight is received at Port- 
land up to 5 p. m. and delivered in Yakima the following 
morning. 

The rates named in the Early Bird tariff are substantially 
those of the competing truck lines, except that it omits some 
of the extremely low westbound rates on apples, pears and 
other commodities. 


TRUCKERS VERSUS TRUCKERS 


“Free lance” truck operators in Minnesota who have been 
hauling merchandise without obtaining common carrier cer- 
tificates from the state will have to defend the legality of their 
operations. A group of Stearns county truck operators have 
been made defendants in an injunction proceeding by common 
carrier truck lines and railways. 

The complainants allege that, while they have to submit 
to state regulation, run on fixed schedules, charge rates fixed 
by the state, maintain fixed standards of service, pay taxes on 
their revenues, and post bonds, “free lance’ truck owners 
have been engaging in the same business without regulation 
or restriction, without paying taxes on their revenues, charging 
whatever they could get for their services, bringing disorder 
and havoc into the transportation business, and threatening the 
stability of the carriers whose services are essential to the 
public. 

The action is confined to truck operators who have been 
hauling livestock to South St. Paul and who are alleged to have 
solicited and accepted merchandise shipments for the return 
trips. Inasmuch as the trucking of agricultural products is 
exempt from the common carrier act in Minnesota, it is the 
return trip with loads of merchandise from the Twin Cities 
that is under fire. 

This is the second blow launched at the “free lance” live 
stock truckers within a month, the first being drastic rate 
reductions put into effect April 1. 

It is claimed that as many as a thousand trucks go into 
South St. Paul daily with livestock from various parts of 
Minnesota, and that, to make this business profitable, the truck 
operators solicit business for the return trip in competition 
with common carrier truck lines and railways. 

All taxpayers in Minnesota are injured, the complaint sets 
forth, by reason of the fact that these operations deprive the 
state “of large sums of money in taxes which would otherwise 
be paid to the state if said transportation services were reD- 
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dered by authorized common carriers, thereby increasing the 
tax burden of plaintiffs and all other taxpayers.” 

The closing of many railroad stations essential to the pub- 
lic, the curtailment of essential railway service, increased cost 
of transportation of products that must be moved by rail, and 
the crippling of the transportation system of the state are 
among other damages which the plaintiffs contend the public 
suffers from the operations complained of. 

The common carrier truck lines allege that bankruptcy 
threatens them unless these operations are restrained. 

“The public interest in the orderly merchandising of prop- 
erty and goods by retail dealers doing business in the various 
cities and Villages of the state,” the complaint says, “require 
that the rates for the transportation of the same be uniform on 
the same classes of property for the same or equal distances 
and that the same charges be made to all for the same services,” 
and alleges that the defendant truck operators charge “different 
rates for the transportation of the same property for the same 
distance and different rates to different persons similarly 
situated.” 

The plaintiff common carrier trucks and railways ask that 
the defendants be “perpetually enjoined from directly or in- 
directly engaging in the unlawful business hereinbefore alleged.” 


MOTOR VEHICLE REGULATION 


The Trafic World Washington Bureau 


After an executive session of the Senate interstate com- 
merce committee May 3, at which Commissioner Eastman was 
present, Chairman Couzens said the committee had agreed to 
proposed legislation regulating motor busses and trucks along 
the lines provided in the Couzens motor vehicle bill. The com- 
mittee was to meet again May 6 to discuss the matter further. 

Trucks will be included in the bill, according to Chairman 
Couzens. The regulation for them is to be based on the permit 
system as provided in the Couzens bill and rates will not be 
regulated. 

Chairman Couzens said regulation of the bus would be 
along the lines provided for in his bill. 

The committee voted to eliminate requirement for two 
operators on a bus. Safety regulations will be left to the 
states. A provision covering hours of service of operators, 
however, will be included in the measure. 

The objective, said Senator Couzens, was to place under 
regulation the motor vehicles regularly engaged in service and 
not those engaged in casual or intermittent service. 

Commissioner Eastman has submitted a statement to the 
committee, discussing the Commission’s recent motor vehicle 
report and provisions in the Couzens bill. 


SAVING IN USE OF RUBBER TIRED CAR 


The initial service of a Micheline rail car, equipped with 
pneumatic rubber tires, now in scheduled operation between 
Meziers and Givet, France, has effected time savings of forty- 
one minutes over the previous steam train schedule, according 
to officials of the Edward G. Budd Manufacturing Company, of 
Philadelphia, which has obtained manufacturing rights for the 
car in this country. 

“The Micheline, pneumatic-tired rail car, has been placed in 
regular operation between these two French cities, a distance 
of forty miles,” they said. “Previously the steam train left 
Meziers at 8:50 and arrived at Givet at 10:28. The Micheline 
now leaves at the same hour but arrives at Givet at 9:47. This 
substantial saving in time is indicative of what may be ex- 
pected on railroads in this country when the advantages of this 
mode of travel and the economic benefits of lightweight rail 
cars have become more fully understood and appreciated.” 


15A AND RAILROAD CONTROL 


The committee report on H. R. 11677, the bill introduced 
by Representative Rayburn, chairman of the House committee 
on interstate and foreign commerce, embodying the committee’s 
substitute for section 15a of the interstate commerce act, its 
revision of the valuation act, and its revision of section 5 of 
the act with respect to consolidation of railroads and control 
of railroads, was in course of preparation this week. 

The 15A and control bills, according to members of the 
committee, were put into one measure because it was thought 
that in that way they could be disposed of in the House at 
one time. Whether or not combining the bills would result in 
the entire measure being defeated was talked about. It was 
conceded that Chairman Rayburn probably would have little 
difficulty in getting the control bill through the House as a 
Separate measure but that he would face opposition to the 
15A bill, particularly with respect to retroactive repeal of the 
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recapture provisions. One contention was that desire to have 
the control provisions enacted into law would aid in getting 
through the 15A and 19A revisions. 
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It is regarded as entirely probable that the House will take 


final action on the merged bill at this session of Congress. If 
an adjournment is taken in June, of which there is talk now, 
however, it is not believed that there would be time for final 
action by the Senate on the measure. 
sional leaders believe that Congress may adjourn some time in 
June, but there is considerable opinion that the upshot will be 
that a recess will be taken for the national political conven- 
tions and that Congress will be in session during the summer 
and possibly early fall. 


Some of the congres- 


The senate interstate commerce committee May 6 decided 


to introduce and act on a railroad holding company bill similar 
to that approved by the House interstate commerce committee 
and then proceed with the drafting of a bill for regulation of 


motor vehicles. The Couzens motor vehicle bill included hold- 


ing company provisions. It was decided to deal with the two 


subjects in separate measures. 


IMPROVEMENT OF HIGHWAYS 

A committee representing the American Road Builders’ 
Association, headed by T. H. Cutler, chief engineer of the 
Missouri State Highway Commission, Jefferson City, Mo., presi- 
dent of the association, has asked President Hoover to support 
proposed legislation pending in Congress providing $136,000,000 
for emergency highway construction. The call on the President 
was made in connection with the holding of the annual] business 
meeting of the association. 

In a statement placed before the President the committee 
said that, as the result of a careful survey of highway opera- 
tions, “we are convinced that the emergency highway appropria- 





FREIGHT COMPARTMENT CAR 





Loading one of the Chicago and North Western Railway’s 
new compartment cars which went into service May 6 between 
Chicago and Waukegan, Kenosha, Racine and Milwaukee. One 
will note from the picture that two compartments are built in 
each end of the car. Gates are placed in front of the com- 
partments when loaded and are stored in specially built metal 
racks above the compartments when the car is empty. Ten 
of these cars are going into service and more will be added. 
A feature of this service is that each compartment is sold on 
a $15.00 basis and not on a commodity or weight basis. 
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tion at this time is not only desirable but necessary to the 
very life of this very important industry, and in this connection 
we bespeak your favorable consideration of the highway 
emergency legislation which is now pending before Congress 
and which if passed will act as a throttle of the industry for 
the resumption of the construction and maintenance of high- 
ways as vitally needed.” 

Representative Tierney, of Connecticut, has introduced by 
request H. R. 11678, a bill to provide for and finance a self- 
supporting national defense highway of approximately 15,000 
miles. 


TEXAS LIVE STOCK SHIPMENTS 
Total interstate rail shipments of Texas live stock in March 
amounted to 2,467 cars, compared with 2,900 cars the correspond- 
ing month a year ago—a decline of 15 per cent—according to the 
University of Texas Bureau of Business Research. All classes 
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of live stock shared in the decline. The 407 cars of sheep moveg 
out of the state compares with 501 cars in March, 1931, a drop of 
19 per cent. Hog shipments declined only 3 per cent with 155 
cars shipped out of the state, compared with 160 cars in March 
last year, but the 254 cars of calves represented a drop of 39 
per cent from the 376 cars shipped out of the state last March, 
The falling off in cattle shipments was only 11 per cent with 
interstate shipments of 1,651 cars in March, against 1,863 cars 
the corresponding month last year. 

Receipts of hogs from other states of 222 cars representeg 
a marked increase over the 121 cars received from other states 
in March last year, amounting to more than 84 per cent, the 
bureau’s report showed. The bulk of the receipts came from 
Missouri, Oklahoma, Kansas, Iowa, and New Mexico. 

In the first three months of the year, total interstate raj 
shipments of Texas live stock amounted to 6,195 cars, a decline 
of 15 per cent from the 7,313 cars shipped out of the state the 
corresponding period last year. 
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RECIPROCITY IN BUYING 


Editor The Traffic World: 

Please refer to the article “Reciprocity in Buying,’ page 
787, April 9 Traffic World. The practices of Swift and Com- 
pany and Mechanical Manufacturing Company are as old as the 
proverbial hills. As a matter of fact, reciprocity in buying is a 
daily business practice with every commercial concern in the 
country. The decision of the Federal Trade Commission in the 
instant case means little or nothing other than that the com- 
plainant carriers will definitely lose what little traffic they have 
been receiving. This decision, it is reasonable to predict, will 
not prevent Swift and Company traffic officials from continuing 
their methods of securing business for the Mechanical Manu- 
facturing Company. 

Relative to the recommendation of W. P. Bartel, director 
of the Commission’s bureau of service, and Examiner J. L. 
Rogers, in their proposed report in No. 22455, in the matter of 
routing, it might be proper to say that, if the consignor’s 
statutory right of routing his private property is, if ever, re- 
scinded, the public will have witnessed the greatest piece of 
“jackass” legislation since the Volstead act. Of course, at this 
stage, it is premature to predict the passage of such a measure. 
Nevertheless, there is the remote possibility of Messrs. Bartel 
and Rogers witnessing their brainstorm idea mandatory on 
every shipper. In the first place, this act would glut the over- 
charge files of every railroad in the country. This writer has 
yet to meet a railroad rate clerk (and they move from job to 
job like gypsies) who will favorably compare with just a medi- 
ocre traffic manager. These rate clerks have a surface idea 
of rates and routings and traffic, particularly carload, cannot 
be entrusted to them for proper shipment. This is the primary 
reason for industrial concerns having their own traffic depart- 
ments. Many other evils, too numerous to mention, would, of 
course, arise. 

Raymond Dasch, Traffic Manager, The Ohio Foundry 

and Manufacturing Co. 
Steubenville, O., May 2, 1932. 


OVERCHARGES AND RECAPTURE 


Editor The Traffic World: 

H. R. 11642, the text of which was printed on page 924 of 
the April 30 Traffic World, and which has been favorably re- 
ported by the committee, provides, among other things, for the 
removal of the obligation of some carriers to pay the recaptur- 
able excess earnings and the refund to other carriers of the 
money already paid into the railroad contingent fund, without 
recognizing the rights of other equitable owners of the trust 
funds—the thousands of shippers who paid, by mistake, freight 
charges in excess of the legally published and filed rates, and 
thereby contributed to the “excess earnings” 

In Dayton-Goose Creek, 287 Fed. 728, affirmed in 263 U. S. 
456, it was contended by the carrier that the amount demanded 
by the Commission as recapturable excess earnings was im- 
proper and incorrect because it included overcharges paid by 


shippers, claims for the recovery of which had not been pre- 
sented. 

Many such overcharges are still outstanding against lines 
with recapture liability, and are apparently included in the 
“earnings.” 

As a matter of simple justice to all shippers, it was sug. 
gested to the House committee on interstate and foreign com- 
merce, by a representative of forty shippers of grain and grain 
products, that the refund of overcharges collected in the corre- 
sponding period be made a condition precedent to retroactive 
repeal of the recapture provisions of section 15a. 

Apparently, the interest of the mass of shippers in the mat- 
ter of outstanding overcharges was unknown to the committee 
and is unknown to Congress. 

I am one of those who have urged retroactive repeal, but 
“he who seeks equity, must do equity” and, in this connection, 
it would seem that the carriers should be willing to refund all 
overcharges collected during the period in which the recapture 
provisions have been in effect, provided such refunds may be 
made lawfully. 

One western carrier is said to owe the United States more 
than $19,000,000 and I am convinced that it owes about 1 per 
cent of that amount to shippers as overcharges, actions at law 
for the recovery of which are barred by the statute of limitations. 

Congress is entitled to know the extent of such outstanding 
overcharges, known to shippers. 

If those who have such claims would bring them to the 
attention of their representatives in Congress or the writer (who 
will be glad to place the facts before a representative in Con- 
gress), a tabulation could be made and the approximate amount 
of such claims determined. The information would then be 
given to Congress for its consideration in connection with the 
equitable disposition of the present recapture provisions, and the 
trust funds. 

It would be very interesting to note the opinions of your 
readers on the question of whether the refund of overcharges 
is desired, as a condition precedent to the return to the carriers 
of $13,000,000 now in the railroad contingent fund, and the re 
moval of the obligation to pay $360,000,000, now estimated to be 
due the United States. 

F. Gordon Willis, 
Freight Auditor and Traffic Director. 
Kansas City, Mo., May 3, 1932. 


HEAVIER LOADING OF CARS 


Mr. W. H. Chandler, 
Manager, Traffic Bureau, 
The Merchants’ Association of New York: 

I have just read your communication to The Traffic World 
severely criticizing a recent statement by District Manager 
Arnett, of the American Railway Association, in which he seeks 
to put in concrete terms some of the savings that accrue from 
heavier loading of cars. You think you know what he was 
trying to say, but infer that he didn’t succeed in saying it, and, 
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ou add, you “have never yet found anyone in the A. R. A. who 
will correctly state this problem.” 

Your difficulty in this regard appears to be more or less 
exclusive, since the enthusiastic cooperation we have had from 
hundreds of other traffic managers indicates no trouble on their 
part to understand what it was all about. In view of your 
experience it may be presumptuous for me to attempt a clari- 
fication, but the inaccuracy of some of your conclusions and 
the mischief that might result from their acceptance by those 
not yet informed prompts me to attempt it, nevertheless. 

The gist of your criticism is embodied in the following para- 
graph, which I quote for ready reference: 

If there were not single movements of carload freight; if the 
tonnage moving to all consignees was a regular movement involving 
the purchase of much larger quantities than are purchased; if it were 
convenient for a consignee to accept additional tonnage, instead of 
what he orders or what he can use, obviously fewer freight cars 
would be needed, but this does not take into account the fact that 
a very large number of cars, such as those loaded with coal, ore, 
sand, building material and lumber, are always, or nearly always, 
loaded to their full capacity. Therefore, in order to reduce the num- 
ber of cars that are required to move the traffic of this country, it 
would be necessary very greatly to increase the loading of a large 
number of cars handling miscellaneous commodities to accomplish 
the result so earnestly desired by the A. R. A 


You assert that heavy commodities such as you list “always, 
or nearly always” load to their “full capacity.” The only trouble 
with that statement is that it isn’t true. It was an assumption 
almost universally entertained until within the past two or three 
years. Ascertainment of the actual facts through thousands of 
checks of traffic revealed that this assumption, so complacently 
indulged, had cost shippers and railroads many thousands of 
dollars annually. Coal, just because it is heavy, does not auto- 
matically fill to capacity the car in which it is loaded. It is 
loaded under many and varying conditions and the uncertain 
human factor is as indifferent, if uninformed, as it is elsewhere, 
One of the first studies made by the Car Service Division was 
of coal going to a large consumer in New York, who was able 
to control the loading and who had a direct interest in economic 
handling because he owned the cars. The fluctuation between 
light and heavily loaded cars amounted to as much as eight 
tons, and had the year’s supply been loaded at the higher figure 
it would have resulted in the handling of 2,533 less carloads. 
Needless to say, the sales manager of this company had no 
difficulty in appreciating the value of heavy loading when he 
saw the figures, and promptly issued instructions that the han- 
dling be given closer supervision. A later check disclosed that 
his instructions were being carried out. 

A sand and gravel shipper whose plant is visible from my 
office window rather preened himself because he was taking 
pains to see that every car was loaded to “ten per cent above 
marked capacity.” When his attention was called to the load 
limit he was amazed—and delighted—and forthwith began to 
utilize the maximum capacity of the equipment furnished. The 
traffic manager of a large baking concern within the jurisdiction 
of your own association was shown a check of the flour received 
by his company, the shipments averaging 400 barrels per car. 
He at once issued orders that loading be increased to 450 bar- 
rels per car, or 90,000 lbs. Because of the volume of the traffic 
this resulted in the saving of a large number of cars. When 
he discovered, as he quickly did, that this would relieve the 
congestion on the limited trackage serving his plant, reduce 
demurrage and eliminate a substantial per car switching charge 
on the unnecessary cars, it required no further argument to 
convince him of its validity as an economy measure. Another 
large flour handler in your territory received his supply in car- 
loads averaging 49,350 lbs. Upon being approached, he issued 
orders that this be increased to 91,000 Ibs. per car. In 1929 an 
eastern manufacturing concern received 119,858 cars of coal 
with an average load of 53.4 tons. In 1930, with a reduced 
volume of business, the average was increased to 58.3 tons per 
car. In 1931, with a still further decline in business, the aver- 
age had increased to 64 tons, while by March of this year the 
loading had reached 66 tons per car and the traffic manager, 
not yet satisfied, has set a goal of 70 tons. The use of larger 
capacity cars has been a factor in this improvement, but con- 
stant supervision is responsible for most of it. 

Three years ago contracts were let for one of the magnificent 
Skyscrapers now an adornment to New York. It involved the 
use of 3,500,000 face brick, which if handled 13,000 to the car, 
as had been the practice, would have called for 260 cars. The 
brick manufacturers, when solicited, readily agreed to load 
20,000 brick to the car, reducing the cars used to 201. The 59 
cars thus saved were kept out of an intensively congested area 
Which effected substantial reductions in terminal expense, in 
addition to the other savings resulting from the handling of 
fewer cars. Cement for a big construction job in California 
was found to be moving 80,000 lbs. to the car. As a result of 
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solicitation of the receiver this was increased to 114,000 lbs. to 
the car. The number of cars was thus reduced from 2,375 to 
1,667, or 708. Sugar moving from California to Missouri River 
points was found to be loaded uniformly 800 bags, or 80,800 lbs., 
to the car. The receiver agreed to accept cars of 1,000 bags, 
or 101,000 pounds, thus eliminating one car out of every five on 
a two thousand mile haul. A middle western industry has for 
several years been attacking this problem vigorously with such 
good results that on 33 commodities handled they have in- 
creased the loading by from 5 to 15 tons per car. The saving 
is particularly good because it involves commodities that ordi- 
narily do not load heavily. 

Need I extend these examples? They are typical of thou- 
sands of similar cases, the details of which I would be delighted 
to show you. Covering actual, concrete experience, they are 
anything but “mathematical gymnastics.” They prove beyond 
any possible doubt the inaccuracy of your assumptions. There 
is tonnage that can be loaded heavier—there are cars that can 
be saved. 

Does such information leave any doubt as to the possi- 
bilities in this direction? To a transportation man as well in- 
formed as yourself the immense economies to be realized should 
be self-evident. We have many figures calculating the savings, 
but the limits of this letter preclude their use. Two trunk line 
railroads estimate annual savings of almost $1,500,000 each. A 
road serving your immediate territory has recently published 
the results of its campaign and reports savings of thousands 
of dollars. Is argument required to show that the handling of 
a given amount of tonnage in a lesser number of transportation 
units is a measure of economy of almost inestimable value? 
The railroads handled the largest tonnage in their history in 
1929 and had over 100,000 less cars with which to do it than in 
1925. More rapid handling accounted for part of this achieve- 
ment but the heavier loading of cars was likewise a prime factor. 
In the distressing days of car shortage I was a member of the 
Nebraska Commission and discovered even that early that fail- 
ure to utilize the available capacity of cars was a contributing 
cause of the shortage. The increase of over 4 tons per Car 
in the loading of wheat, for example, since 1923, has made 
available thousands of additional cars just as certainly as though 
new cars had been purchased and placed in service. Not only 
has the capital cost of the new cars been avoided, but all the 
expense of their operation, and shippers have profited in im- 
proved service and lower handling costs to themselves. 

You have the honor to serve one of the largest transporta- 
tion terminals in the world, in which the problem of congestion 
with all its train of expense and delayed service has become a 
matter of increasing concern. It is vital to both the public 
and the railroads that the traffic in that area be handled with 
the smallest possible number of cars and locomotives. It has 
been demonstrated that, without inconvenience or added cost 
to the shipping public, the number can be reduced by heavier 
loading. My own opinion is that if you had expended as much 
time in constructive cooperation in the promotion of heavier 
loading as you have in destructive criticism of it, you would 
have much better served your constituents. 

In answer to your dramatic question, “How long, Oh, Lord, 
how long?” permit me to reply, “As long as there is necessity 
for better service at lower cost.” 

H. G. Taylor, Manager Public Relations, 
Car Service Division, A. R. A. 
Washington, D. C., April 28, 1932. 





Mr. H. G. Taylor, Manager, 
Public Relations, 
American Railway Association. 

Your letter of the 28th. 

If your district manager had put in concrete terms some of 
the savings that accrue from heavier loading of cars, there 
would have been no occasion for me to say anything on the 
subject. He certainly was not reasoning along the line that 
you use in your letter to me. 

I do not know of anyone situated as I am who has taken 
any more interest in the heavier loading of cars than myself. 
I have not conducted any campaign from the housetops, but 
have been sincerely trying to assist your association in its effort 
to reduce the amount of equipment used where this can be done 
by heavier loading. 

It may be that my difficulty is “exclusive,” but if it is, it 
is simply because I am trying to get the correct picture before 
the public based upon what can be actually accomplished, in- 
stead of theorizing what might be accomplished if things were 
different from what they are. 

It seems to be a waste of effort to try to convince the Car 
Service Division that there are many instances where the re- 
quirements of trade and other factors will not permit of heavier 
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loading simply because the purchaser wants or can use only a 
given amount of the product shipped, and that it is useless to 
try to convince such a person that he ought to buy move than 
he can pay for or more of a commodity than he can use merely 
for the purpose of loading cars more heavily. Such an effort 
would be merely to try to convince you of something concerning 
which you are just as well informed as I am. 


On more than one occasion I have discussed this subject 
with members of your organization. They have explained to 
me what they are trying to do and I have never offered the 
slightest opposition to this effort; on the other hand, I have 
tried to assist. I realize that savings in the use of equipment 
can be made. In some instances, as you cite, no doubt a great 
saving can be made, and your efforts are worthy of support. 
The instances which you cite are merely a confirmation of the 
results that may be obtained. I do not think that you will deny 
that many cars are loaded to capacity and that, generally speak- 
ing, cars from the mines, sand pits, quarries, and bulk freight 
are so loaded, but if there is any negligence in this respect, 
obviously it should be corrected if it is possible to do so. 

And to answer your question, I have no doubt whatever as 
to the possibilities in this direction and have no desire to 
criticize any efforts that you are making. If you will read my 
letter carefully you will not find a single word of criticism of 
efforts on the part of the Car Service Division. But that is not 
what your Mr. Arnett said in his statement and my descrip- 
tion of his article, which, in effect, was that it was an interest- 
ing piece of mathematical gymnastics, will be held to be correct 
by any person who can read English and interpret it correctly. 
His statement was that, if all cars had been more heavily 
loaded, fewer cars would have been required. Your letter is 
not in support of any such statement. Any person who is 
familiar with the English language and has a smattering of 
mathematics would realize at once that if every car shipped 
carried two tons more of freight the only result that would 
follow would be to ship more tons and not use fewer cars. 


It was for that reason that I said that I believed I knew 
what he was trying to say. If he had expressed himself cor- 
rectly instead of following the original statement that was 
made by the Car Service Division in the first years of its exist- 
ence, he would have said that, if shippers who had a given 
amount of tonnage to ship had loaded freight cars to capacity 
instead of underloading them when they could easily have loaded 
them, fewer cars would have been necessary, and he might 
have added that, if this practice were consistently followed by 
shippers, it would result in a very great saving in the use of 
railroad equipment. With such a statement no one could find 
fault, and your letter fully confirms my understanding of what 
he was trying to say. 


Of course, there is no argument required to support the 
statement that the fewer number of transportation units used 
in handling a given amount of tonnage results in economy 
worthy of all effort in that direction and I do not see how you 
can fairly draw any inference from my article in The Traffic 
World that I held a contrary view or that I was not in sympathy 
with your efforts. 

Frankly, it seems to me that your letter is far from answer- 
ing my criticism. You carefully avoid my criticism of the rail- 
roads underloading the cars which they load. I have never 
received the slightest encouragement from any railroad to whose 
attention I have called its failure fully to load cars when the 
responsibility for loading was on its shoulders. On the other 
hand, those to whose attention I have called instances of under- 
loading have invariably excused themselves on the ground of 
cost instead of making some attempt to correct the practice on 
the part of their employes. Consequently, I discontinued my 
efforts in this direction. 

Your inference that I have not expended as much time in 
constructive cooperation as I have in destructive criticism of the 
carriers’ effort in this direction is unfair and without any ground 
for support, and I am astonished that a man who is as careful 
as I have found you to be respecting unfair criticism would take 
umbrage at my criticism of a statement that, obviously, did not 
express the thought that was in the mind of the person who 
made it, or, if it did, certainly does not harmonize with your 
defense. 

The closing sentence that I used—‘‘How long, Oh Lord, how 
long?”—was directed at the statement which I criticized and 
not at the effort being made by your organization to secure a 
reduction in the number of cars used for the transportation of 
a given amount of freight, and I would be less than frank if 
I did not say that I think you fully understood what I meant. 


The subject is not a new one and if you will examine your 
file of correspondence during the early days of the Car Service 
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Division you will find letters bearing on this subject which are 
informative and ought to prove helpful to you. 
New York, N. Y., April 30, 1932 W. H. Chandler. 





Editor The Traffic World: 

The undersigned was very much interested in the letter 
from Mr. W. H. Chandler, dated April 20, in connection with 
heavy loading of cars. 

I am not in disagreement with the views therein expresseq 
but to me the solution lies not so much in heavy loading of 
cars as in getting something to load into the cars. 

Recently I had occasion to travel from Washington to At. 
lanta and I found that the right of way was blocked with empty 
cars that hadn’t been loaded for weeks. The occasion for my 
trip was to endeavor to persuade the railroads to establish a 
mixed carload rule that would load a percentage of these cars 
with tonnage that they never had received and that we, ag 
shippers, were not now loading. There was nothing eleemosy. 
nary about it—it was a case of where my principals were con- 
vinced from an actual canvass of the industry that a mixed 
carload rule in Southern Territory would produce new tonnage 
for them, and, incidentally, the railroads. 

This proposition has been turned down, similar to many 
other propositions that are related to this subject. The question 
of heavy loading originated during the war as a “Save the 
Country” measure. Now that the war is over, the popular swan 
song is “Save the Railroads” but they are unwilling to help 
save themselves. By way of illustration, the trans-continenta] 
railroads took advantage of the Commission’s decision in I. C, C. 
Docket 17000, Part 7, to increase the minimum weight on seeds 
(under a sixth section application that permitted of no suspen- 
sion petition) from 30,000 pounds to 60,000 pounds. As a result, 
the tonnage has moved from Inter-Mountain Territory to Minne. 
apolis, Minnesota, via the Panama Canal and the Great Lakes, 
ever since. 

When the railroads decide to vest some authority in the 
traffic departments of their companies, they will be able to save 
themselves. 

Donald S. Payson, Manager Traffic Bureau, 
American Seed Trade Association. 
Washington, D. C., April 29, 1932. 


RAILROADS VS. MOTOR VEHICLES 


Editor The Traffic World: 
The I. C. C. at page 584 of 178 I. C. C. 539, ex parte 103 
(15 per cent increase case) said: 


Railroad managements face new conditions, which compel 
changes in methods of operation, manner of service and price 
policies. Although they have not had a complete transportation 
monopoly, they have, in the past, occupied the field with sufficient 
exclusiveness, so that apart from competition with each other, 
their habits of thought are less flexible and not so well adapted 
to facing and meeting new competitive conditions. This, they 
must do now. The spur of present necessity, no doubt will help 
to that end; and at page 585—so far as rates are concerned, it is 
clear that the present structure has developed under principles 
and theories, which gave no thought to the competitive agencies 
of transportation, which now exist. It is evident that the traffic 
departments must give new thought to the rate structure in the 
light of existing conditions. 


The only reason I can see for the railroads to continue to 
maintain high freight rates is because taxes have not, as yet, 
come down, but even this should not be used against it. The 
value of everything has gone down except railroad transportation 
costs, taxes and government (state and federal) expense of 
operation. As soon as governmental expenditures are cut down 
in keeping with the times, then taxes for its maintenance will 
accordingly be reduced. 

The railroads’ cost of operation is nil compared with the 
good years prior to 1930. Their greatest handicap now is the 
taxes they have to pay. The railroads are still after maintaining 
the same income in these depressed days, as in the good days 
when the value of a dollar was less than now and which will 
most likely be the case for some time to come. It cannot be 
expected to receive a reduction in taxes if the railroads continue 
(or the I. C. C. so hold) to place a high valuation on their prop- 
erties and maintain rates that will, in a measure, assure a Ceél- 
tain return in accord with such valuation. The valuation is now 
there—not only on account of the readjustment of economics of 
the world going on now, but on account of the real competition 
that they are now up against. 

In days gone by, it could be said that the railroads were 
the real arteries of trade or the transportation kings of the 
United States or, in fact, the backbone of the country, but this 
cannot be said today. The good roads and highways of this 
country from which the railroads received great earnings for 
transportiing of machinery and other road building material in 
building them in the past years, have put a different complex 
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on the situation, as it has developed into a right-of-way for the 
motor vehicle to every nook and corner of this country. The 
sad part of the whole thing is that the railroads are just now 
waking up to the magnitude of this would-be menace to the 
railroads’ kingship of the transportation field. 

The railroads’ attitude, in fighting this faster and more eco- 
nomical carrier with high freight rates, seems far-fetched, and 
peyond reasoning, it should certainly be recognized in these 
depressed days that shippers are going to figure with a ship via 
the carrier affording the lowest transportation cost. This cer- 
tainly will not be via the railroads if a motor vehicle can han- 
dle it. If beyond the gauge of a motor vehicle, the railroads 
will handle whatever little it is, but would handle more, without 
a doubt, if their rate was not as high as it is. 


Why should the railroads demand a premium for transpor- 
tation? Certainly, their service is no better than the motor 
vehicle for the same service! How is it possible for the carrier 
to expect the shipper to use his service, when shipper can se- 
cure better service and at a lower cost? And that means some- 
thing today. It seems to be a case of “eat dog or die” these 
days, and if the railroads want to be a competitor with the 
motor vehicle, it should fight in kind, i. e., with equal service 
and, at least, no greater cost. As it stands now, you cannot reason- 
ably term that the motor vehicle has within its territory bounds 
a competitor in the railroads, but the railroads speak of them 
as a competitor. This latter idea would be acceptable if every- 
thing was equal as to service and cost, but as it is not, then the 
motor vehicle is without a competitor. All the time the car- 
riers are wasting, awaiting regulation of the motor vehicle (or 
operating ones of their own), the more inroads they will make 
into the fields of the carriers, and it appears very clear to be a 
case of “fighting fire with fire” or service with equal service, or 
cost with equal or lower cost, etc. 


If we all had plenty of money or business was good and 
plenty of it, we might be excused if we used some of it for the 
higher transportation service, but as it is now, every nickel 
counts and no preference can be shown. 


This is the beginning of a new era and we all have to begin 
from scratch again, including the railroads. Remember the 
railroads put the boats off of the river due to service and cost. 
Are the railroads going to let the motor vehicle make them dig 
up their rails and demolish the fine road beds and equipment? 
The federal barge lines are still on the rivers, but so is the 
motor vehicle on the highways. The railroads have the right 
to reduce their rates and are doing it now in isolated instances 
to meet truck competition—especially on cotton where the loss 
appears too prominent to overlook. 


In the last ten years or more, in the general adjustment of 
rates prescribed by the I. C. C. as maximum, reasonable rates, 
the railroads have, in all instances, accepted the maximum. This 
may have been all right for that period when valuations were 
high and commodities and wages were high, but this is another 
day and times have changed, which the American people have 
been fighting against, but have given up the battle to a great 
extent and are now beginning to fall in line in making another 
start and this comes to the railroads, who are still holding aloof 
and fighting the inevitable almost single handed now. In other 
words, the railroads are out of step and we downtrodden ship- 
pers do not or cannot hardly recognize the railroads with their 
high-priced service. 


Back in 1922 the carriers reduced freight rates 10 per cent. 
The rates prior to that time had been increased several times. 
The value of a dollar at that time was cheap, as wages, taxes 
and commodity prices were high and there followed the 10 per 
cent reduction, a great improvement in business, which carried 
on in high until the latter part of 1929, or for about seven 
years. What we now need to receive and the railroads to give 
in this year of 1932 is a reduction in their transportation cost. 
A different situation exists today as compared with 1922 in that 
today’s wages are low (where there are any), as well as com- 
modity prices, and the dollar more approaches the value of a 
dollar, and for a reduction to amount to anything, in connection 
with present high rates, the decrease should at least be 25 per 
cent to thus put the carriers within step with the present day 
forces. Rates today, as is well known, are more or less on a 
mileage basis without regard to manufacturing point or consum- 
ing territory. In other words, an equal rate applies from some 
local point that does not manufacture or consume as does from 
a large manufacturing or consuming point. This has the effect 
of localizing shipments to the territory immediately surrounding 
each manufacturing point. This can readily be seen as effecting 
the railroads most radically in that rates are too high to points 
of some distance and the motor vehicle effects the railroads on 
— haul or local traffic. It gets the railroads coming and 

A 25 per cent reduction in freight rates, I believe, would 
Offset a good many of these evils and would serve the shipper 
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and carrier to their mutual benefit until such times as other 
more satisfactory things are worked out or work themselves out. 

It is well recognized that the very life of industry is compe- 
tition. Railroad consolidation will not help the carriers under 
present conditions. Consolidation possibly would economically, 
but it destroys that vital spark—competition. The railroads 
should first make a bed for business, which would mean thor- 
ough. advertising and building up their organization instead of 
cutting it down and thus be prepared to campaign against and 
for each other in competition with the trucks. However, to 
actually compete, the railroads will have to have a talking force 
of a 25 per cent reduction in their rates to actually enable them 
to compete with the motor vehicle—passenger or freight—to 
enable them to come back into their own . 

It cost almost as much to haul an empty car as a loaded 
one. I firmly believe a 25 per cent reduction would cause to be 
loaded many of these empties and more fully the ones that are 
loaded and would redound to the benefit of both carriers and 
shippers and do much towards the return of good business over 
the land. Of course, the recapture and valuation clause of the 
act should be repealed, thus to allow the railroad carriers to 
retain all the revenue they earn, also to be given the right to 
operate on the waterways and highways. In other words, be 
given full opportunity to act on their own initiative to exist as 
any other industry, and if then unable to exist, to close up or sell 
out likewise as any other industry. 

The railroads have been prone to abide literally by the 
Commission decisions in the past—especially as to using the 
maximum rates prescribed. Will they listen to the recommenda- 
tion of the I. C. C. in ex parte 103 as referred to, in part, at 
the beginning of this preamble? It appears to me it will come 
eventually, but why not now? 

O. C. Jackson, A. T. M., 
Rox and Co. 
Birmingham, Ala., May 3, 1932. 





The trouble with the reasoning in the above communication is 
that it takes ‘no account of the ‘‘subsidy’’ or advantages permitted 
to competing forms of transportation. It is hardly fair or logical to 
say that the railrodds must reduce their rates to meet competition, 
without taking away from that competition the unfair advantage 
it has.—Editor The Traffic World. 


TRANSPORT AND ECONOMY BILL 


The House of Representatives has passed the bill (H. R. 
11597), to effect economies in the national government, but not 
as reported to it by the economy committee. (See Traffic World, 
April 30, p. 929.) 

The provisions under which the army and navy transport 
services and the Panama Railroad Steamship Line would have 
been discontinued were eliminated by the House. 

That part of the bill providing for reduction of the number 
of members of the Shipping Board from seven to four and for 
reduction of salaries of commissioners from $12,000 to $10,000 
a year was approved. 

The House also approved the provision making a permanent 
reduction in the salaries of members of the Interstate Com- 
merce Commission from $12,000 to $10,000, and the provision 
according similar treatment to the members of the Board of 
Mediation. 

Salaries of government employes, after exemption of $2,500, 
will be reduced 11 per cent, under the bill as passed by the 
House. 

What the Senate will do with the measure is a matter for 
conjecture. 


WESTERN TRAFFIC CONFERENCE 

The results of a year’s research into the internal mechanism 
of department store merchandising will be disclosed at the 
eleventh annual convention of the Western Traffic Conference 
in San Francisco May 17, 18, and 19. A committee comprised 
of the traffic managers of a number of the leading stores on 
the Pacific coast will report on improved methods in merchan- 
dise distribution, marking, receiving, warehousing, claims, lay- 
out, orders and invoicing. This committee has reviewed all the 
methods followed in bringing the innumerable items of a depart- 
ment store up to the public counter in proper form, with the idea 
of improving whenever possible. 

The delegates will also attend the discussions on “overseas 
and intercoastal shipping,” to be held by the United States 
Chamber of Commerce, whose convention will be held in San 
Francisco at the same time. 

Lloyd B. Hughes, of Oakland, Pacific coast regional traffic 
manager of Montgomery Ward and Company, will preside at the 
Western Traffic Conference meetings as president. Delegations 
from the principal department stores in all the large cities on 
the Pacific coast are expected to attend. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 


state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the tra man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Delay—Refusal of Consignee of Goods Rendered Valueless for 
Original Purpose 


Tennessee.—Question: A carload shipment of lumber 
moved about five miles in three days and was held for probably 
24 hours longer. Subsequently the point at which the ship- 
ment was held was flooded, due to a severe rainstorm. After 
being submerged from two to three days, the car was carried 
to destination. 

After arrival at destination it was discovered that the 
lumber was damaged to such an extent that it could not be 
used for the purpose for which it was manufactured. In view 
of this fact the consignee refused the shipment and refused 
to give disposition order, as it was useless. 

According to our understanding, the courts have ruled that 
carriers cannot take advantage of exemption from liability in 
cases of alleged acts of God where there is clearly shown to be 
negligence in handling shipments. 

The refusal to give disposition was based on the theory 
that when shipments are damaged to such an extent they 
cannot be used for the purpose for which they were manufac- 
tured, no obligation rests on the consignee to attempt to 
handle shipments that are a complete loss. Are we justified in 
this position? 

Answer: While unreasonable delay or injury to goods 
resulting from the carrier’s negligence by reason of which the 
goods are rendered useless for the purpose originally in- 
tended, justifies the consignee in refusing to accept the goods, 
this is not the case where the loss results from an excusing 
cause, such as an act of God, the public enemy, or the fault of 
the shipper. 

Under the decisions in Elam vs. St. L. & S. F. R. Co., 93 
S. W. 851; Empire State Co. vs. A. T. & S. F., 1385 Fed. 35, 147 
Fed. 457; Rogers vs. Mo. Pac. Ry., 88 Pac. 885, injury resulting 
from the goods being caught in a flood is not chargeable to 
a carrier where but for delay in the transportation of the goods 
they would not have been caught in the flood. In these cases 
it was held that the delay was not the proximate cause of the 
injury to the goods. 


In other cases, however, it has been held that where a 
carrier who by negligent delay in transporting goods has sub- 
jected them in the course of transportation to a peril which 
has caused their damage or destruction, and for the conse- 
quences of which the carrier would not have been liable had 
there been no negligent delay intervening, is liable for the 
loss. Green-Wheeler Shoe Co. vs. C. R. I. & P., 106 N. W. 498; 
Bibb Broom Corn Co. vs. A. T. & S. F., 69 L. R. A. 509; National 
Rice Milling Co. vs. N. O. & C. R. Co., 34 Ann. Cases 1099; 
A. G. S. R. Co. vs. Elliott, 150 Ala. 381; A. G. R. Co. vs. Quares, 
145 Ala. 436; Ferguson vs. Sou. Ry. Co., 74 S. E. 129; Leonard 
Produce Co. vs. U. P. R. R. Co., 180 Ill. App. 415. 


Tariff Interpretation—Conflicting Rates 


Missouri.—Question: We would like very much for you to 
give us your opinion on the following rate question. If pos- 
sible, cite us previous cases. 

Agent Speiden’s Tariff 23-K, I. C. C. 1497, publishes a rate 
on iron pipe, originating at Birmingham, Ala., destined to Kan- 
sas City, Mo. The rate to Kansas City, Mo., is $10.15 per net 
ton, while the rate on the same commodity to Sheffield, Mo., 
which is located within the switching limits of Kansas City, 
Mo., is $8.73 per net ton. The switching is performed by the 
Kansas City Terminal Railway, which is a switching line and 
is controlled jointly by the Kansas City carriers. 

Our contention is that where there are two rates named 
to one given point in one tariff, the lower charge shall be 
applied. 


Answer: If Sheffield, Mo., is the point of destination to 


which a rate is desired, and this point is within the switching 
limits of Kansas City, Mo., there are, in our opinion, two rates 
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published to this point. Under the decision in Wausau Lym. 
ber Co. vs. C. & N. W. Ry. Co., 50 I. C. C. 453, the specific Tate 
of $8:73 per ton, published to Sheffield, Mo., is the apPlicable 
rate. Under the facts in the above referred to case, lumber 
moved from Laurel, Miss., to Des Plaines, Ill., a point in the 
Chicago switching district, on the C. & N. W. Ry. The Ship. 
ment was routed via the Illinois Central to Chicago, care ¢. & 
N. W., for delivery. A specific rate of 27 cents per 100 pounds 
was published from Laurel to Des Plaines, Ill. There was algo 
in effect a rate of 24 cents to Chicago, applicable to deliveries 
on the C. & N. W., by use of the absorption tariff of the 
Illinois Central, under which the Illinois Central absorbed the 
switching charge of the C. & N. W. 

The Commission held there was a conflict in rates anq 
that the lower rate published to Chicago was the applicable 
rate. 

See, also, in this connection, Hercules Mining Co. vs. Direc. 
tor General, 66 I. C. C. 140, and Koenig Coal Co. vs. H. V. Ry, 
Co., 63 I. C. C. 392. 


Tariff Interpretation—Application of Emergency Charge to 
Transit Shipments 


New York.—Question: Our transit tariff, N. Y. 0. & W. 
Ry. I. C. C. 8731, reads in part as follows: 


If the shipment from the transit point be by-products the by- 
SS rate will apply through from point of origin to ultimate des- 
ination. 


Exception— 


The through rate from point of origin to ultimtae destination must 
not in any case be less than the through rate that would have 
applied from point of origin to ultimate destination on the commodity 
taking the highest rate covered by the inbound billing against which 
the outbound shipment is matched. 


Tariff of Emergency Charges, effective April 4, 1932, reads 
in part as follows: 

If any portion of the weight of the out-bound commodity rep- 
resents (under transit adjustment) an inbound commodity for which 


no emergency charge is provided, the emergency charge rate on such 
portion shall be that provided for the outbound commodity. .. .” 


The rate on corn, carload, from Antwerp, O., to Eaton, N. Y,, 
and to Solsville, N. Ys (Utica rate points) is 284%4c and on animal 
feed it is 25c. 

Suppose we ship a car of animal feed from Eaton to Sols- 
ville and match against corn billing from Antwerp. 

Our idea of arriving at the correct through rate to apply 
is as follows: The rate on animal feed from Antwerp to Sols- 
ville is 25c plus the emergency charge rate of one cent would 
make the through rate 26 cents. However, under the above 
exception the through rate must not be less than the through 
rate that applies to the inbound corn billing, which is 28% 
cents. It is therefore our interpretation that both the inbound 
and outbound rate is 28% cents, and the emergency charge 
would not apply to such shipment. The N. Y. O. & W. By. 
accounting department contends that it should. 

Answer: We are of the opinion that the emergency charge 
rate of 1 cent, i. e., that applicable to animal feed under the 
provisions of the tariff of emergency charges, must be added to 
the through rate of 28% cents per hundred pounds applicable 
on animal feed, under the provisions of N. Y. 0. & W. Rail- 
way Tariff I. C. C. 8731. The transit tariff, in the exception 
which you quote, provides for a minimum rate, but this does 
not, in our opinion, prevent the application of the provisions 
of sub-division 1, of section (a), of Item 20 of the tariff of 
emergency charges, which clearly provides for the addition 
of the emergency charge applicable to the outbound commodity, 
i. e.. animal feed, on the portion of the outbound commodity 
represented by the inbound commodity, i. e., corn, an emergency 
charge of one cent per hundred pounds. 


Notice of Refused or Unclaimed Shipment 


California.—Question: Can you give me reference to oF 
cite any cases in which the Interstate Commerce Commission 
has held that it is mandatory for a common carrier by rail 
to furnish the exact weight of an L. C. L. shipment on a notice 
of arrival? 

We have a case where a shipper forwarded a shipment to 
one of our branches, which had been closed between the time 
the shipment left the point of origin and the time it reached 
destination. The carrier notified us by means of notice of at 
rival, that a shipment was held on hand at that destination, 
showing the weight about 100 pounds. 

The fact is, the shipment actually weighed only 30 pounds, 
but on the strength of information shown on the notice of 
arrival, we ordered the shipment forwarded via rail freight, 
whereas if we had known that the shipment only weighed 
30 pounds, we would have had it forwarded to final destina 
tion via express, the charges by this means of transportatioD 
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To shippers and users 
of dry commodities: 


General American Tank Car Corporation 
announces A TANK CAR 


To CARRY Dry-FLOWING SOLIDs! 


FTER years of research and thousands of 
miles of road tests, General American 
Tank Car Corporation now announces one of 
the most far-reaching freight transportation de- 


trial trips. It is loaded through openings at the 
top of the car, and the product is uniformly 
transported to a bottom outlet by simple 
conveying equipment. Because the Dry-Flo 


velopments of the century 
...@ railroad car to carry 
dry-flowing solids in bulk. 
Advantages of bulk 
shipment are manifold. 
Shipping in bulk is more 
convenient, more eco- 
nomical, more efficient. 
These advantages, here- 
tofore available only to 
the shipper of liquids, 
are NOW Open to you. 
The new Dry-Flo car 
will revolutionize the 
shipment of many com- 
modities—cement, lime, 


FACTS 
about the DRY-FLO car 


Provided with conveying machinery within the 
car, which enables the use of but one outlet, and 
the simplest possible conveying machinery for 
cafrying material from car to plant. 

Water-tight and dust-proof. Divided into three 
compartments, the two end compartments carry- 
ing the lading and the small center compartment 
communicating with the dome, for the unloading 
machinery. Power furnished by an electric motor 
located within the dome or by means of external 
power which may be applied by a shaft provided. 

The operation of the car is simplicity itself, it 
only being necessary to opena valveat the bottom 
of the car and connect up the motor by means of 
a flexible cable to a source of electric power. 

More convenient, more economical, 

more efficient, and safer. 


cat now makes possible 
the bulk shipment of dry 
commodities heretofore 
shipped only in packages, 
it will make substantial 
savings for many indus- 
tries. If you are either a 
shipper or user of a dry- 
flowing solid, undoubt- 
edly your industry is one 
which needs the Dry-Flo 
cat. We will be happy to 
discuss its various uses 
with you. Address General 
American Tank CarCorp., 
Continental Illinois Bank 


silica sands, sulphur, fer- 
tilizers, cleaning com- 
pounds, soda ash, pottery clays, Fuller’s Earth 
—these and many other granular materials 
can now, for the first time, be shipped as 
conveniently and efficiently as standard tank 
cars handle liquid commodities. 
Old-fashioned shipping methods must give 
way to the Dry-Flo car. Packaging expenses 
are eliminated. Handling costs are reduced. 
The inefficiency of shovel and wheelbarrow 
methods is no longer necessary. Safety in 
handling, and freedom from dust are assured. 
The practicability of the Dry-Flo car has 
already been demonstrated through numerous 


Building, Chicago, Ill. 

ENERAL AMERICAN, supplement- 

ing the car service of the railroads, for 

years has been a pioneer in modern freight 
transportation. The new Dry-Flo car should 
bring back to the railroads shipments of 
granular commodities which they have lost. 
Still more important, the convenience and 
economy of this new car, will keep much 
business on the railroads at a profit both to 
cartier and shipper. Its invention marks but 
one more important step in the development 
of railroads ... the most efficient means 
of transportation man has ever known. 
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being much less. The carrier, of course, has billed on us for 
the full 100 pounds’ weight, whereas we contend that due to 
the misinformation furnished, we are only liable for the amount 
which it would have cost us if the shipment had been forwarded 
via express. 

We know that the Commission has ruled on a matter sim- 
ilar to this, that is, pertaining to way bill reference, but we 
are not certain that it also referred to a weight reference, nor 
are we able to locate the ruling. 

Answer: We can locate no decision of the Commission in 
which the Commission has prescribed what information a 
notice of refused or unclaimed shipment shall contain. 

Agent Jones’ I. C. C. No. 2197, which contains the uniform 
storage rules and charges, in Rule No. 2, Section B-1, provides 
that where shipments have been plainly marked with the con- 
signor’s name and address, preceded by the word “From,” notice 
shall be immediately sent or given consignor of refusal of less- 
than-carload shipments; unclaimed less-than-carload shipments 
will be treated as refused after fifteen calendar days from ex- 
piration of free time. 

This rule, as you will observe, contains no provisions as 
to what information a notice of arrival shall contain. 

You probably: have in mind the decision of the Commis- 
sion in Docket No. 5518, In the Matter of Freight Bills, 29 
I. C. C. 496, in which the Commission approved and recom- 
mended a form of freight bill, which freight bill may serve 
as a notice to the consignee of the arrival of a shipment. 

While the Commission has not, to our knowledge, specified 
what information a notice of refused or unclaimed shipment 
should contain, it should, we believe, contain information suf- 
ficient to enable the shipper to identify the shipment. The 
weight of the shipment may well be part of the _ essential 
information. 

Rates—Minimum 


Maryland.—Question: Although the Interstate Commerce 
Act carries no general provision authorizing the Commission to 
prescribe minimum rates, I am under the impression that there 
is something, either in the act or in some decision of the courts, 
which will operate to successfully block a common carrier under 
the act from estalishing an interstate rate so low as to be 
manifestly unremunerative. 

If I be correct in the above, I should very much appreciate 
it if you would give me specific reference to the provision in 
the act or to the court decision. 

Answer: Paragraph 4, of Section 13 of the Interstate Com- 
merce Act gives the Commission power to prescribe minimum 
rates in order to remove preference or prejudice or discrimina- 
tion against interstate or foreign commerce. Paragraph 3, of 
section 15 of the Act provides that the Commission may, and it 
shall whenever deemed by it to be necessary or desirable in the 
public interest, after full hearing upon complaint, or upon its 
own initiative without complaint, establish through routes, 
joint classifications, and joint rates, fares, or charges, applic- 
able to the transportation of passengers or property, and the 
maxima and minima or maxima and minima to be charged (or, 
in the case of a through route where one of the carriers is a 
water line, the maximum rates, fares, and charges applicable 
thereto). 

Furthermore, under the provisions of sub-division (a), of 
paragraph 13, of Section 6, the Commission has jurisdiction to 
establish proportional rates, or maximum or minimum, or maxi- 
mum and minimum proportional rates, by rail to and from the 
points to which the traffic is brought, or from which it is taken 
by a water carrier. 

As you will observe, while the Commission may fix mini- 
mum rates, in so far as rail carriers are concerned, the Act does 
not confer upon the Commission the power to prescribe mini- 
mum rates over a through route where one of the carriers is 
a water line, except where such water line is owned or con- 
trolled by the rail carrier. Rail and Water Rates from Atlantic 
Seaboard, 63 I. C. C. 267; Roasted Coffee from Atlantic Sea- 
board, 83 I. C. C. 131; Southern Class Rate Investigation, 100 
I. C. C. 618. 

A water line which is owned or controlled by a rail car- 
rier has, under Section 5, Paragraph 11 of the Act, the same 
status as the controlling railroad and the Commission may fix 
minimum rates for such carriers. Salt from Louisiana, 140 
I. C. C. 555; Reduced Rates from New York Piers, 81 I. C. C. 
312; Roasted Coffee from Atlantic Seaboard, 83 I. C. C. 131. 


Tariff Interpretation—Dunnage on L. C. L. Shipments Loaded 
on Flat Cars 

Illinois.—Question: We ship a great number of machines 
which are shipped set-up and at the less than carload rate. 
These machines take 1% times first class with a minimum of 
4,000 lbs at first class. These machines are loaded on flat cars 
at the plant and the cost to us covering the blocking and the 
labor of blocking the machines is considerable. These cars 
are scaled by the carrier and of course no allowance is made 
for the blocking. 
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The question that we desire to settle in our minds js the 
allowance for the blocking. We could issue bill of lading shoy. 
ing the actual weight of the machine, deliver the machine 
the carrier at their freight station and they would be obliga 
to furnish the necessary blocking and labor in passing this 
shipment for movement and would undoubtedly use the weigh; 
as shown by us on the bill of lading. 

As stated before we have investigated through our varioy 
sources of information but cannot find where we are allowed 
to deduct the amount of blocking used. Rule 30 of the (Cop. 
solidated Freight Classification is very specific as applying ty 
carload shipments. 

Answer: As you state, the provisions of Rule 30 of (op. 
solidated Freight Classification No. 6 are applicable to carloag 
shipments only. Furthermore, it seems apparent from paragraph 
(b) of Section 2 of this rule that the carriers are unwilling 
to apply the provisions to less-than-carload shipments, in that ~ 
they will not apply the provisions to part carloads in excess 
of full carload or carloads which are entitled, under the proyj. 
sions of Rule 24 to the carload rate. 

In the absence of tariff provision for an allowance the 
tariff rate on a given commodity must be paid on the cop. 
tainer or in lieu thereof, blocking or dunnage. See I. & §, 
Docket No. 354, Dunnage Allowances, 30 I. C. C. 538; Atlantic 
Refining Co. vs. P. R. R. Co., 42 I. C. C. 483; Aetna Explosives 
Co. ve. P. R. BR. Co., 52 1. C. C. 173 (275). 


Reconsignment—Carrier Responsible for Error Must Refund 
Excess Charges 


Ohio.—Question: The present reconsignment and diversion 
tariffs provide for the assessment of a charge on order-notify 
shipments held for surrender of bill of lading at destination, 
where the document is not surrendered within certain defined 
period. 

In a number of instances the delay is occasioned by the 
carrier issuing bill of lading and, while collectible at destina- 
tion, must be refunded. 

Can you give any citations that carrier responsible for the 
error must stand the charge without assistance from other 
carriers? 

Answer: While we can locate no decisions of the Com- 
mission which relate specifically to liability for reconsignment 
charges resulting from the failure to surrender bills of lading 
on order notify shipments held for surrender of surrender of 
the bill of lading within a specified time, the delay being charge- 
able to the initial carrier, it is our opinion that the principle 
of the Commission’s decisions in Newsome Feed & Grain Co. 
vs. C. C. C. & St. L. Ry. Co., 104 I. C. C. 269 and Humble Oil 
& Refining Co. vs. N. Y. C. R. R. Co., 93 I. C. C. 331, is applic- 
able. In these cases the Commission held the carrier which 
failed to effect the diversion liable for the collection of un- 
reasonable charges, the shipments having moved over joint 
routes with other carriers. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period April 
1-14, inclusive, was 727,434, as compared with 704,747 cars the 
preceding period, according to the car service division of the 
American Railway Association. It was made up as follows: 


Box, 309,077; ventilated box, 1,763; refrigerator, 53,698; total box, 
364,538; flat, 23,435; gondola, 165,975; hopper, 124,122; total coal, 290,097; 
coke, 1,332; S. D. stock, 26,183; D. D. stock, 5,055; refrigerator, 14,287; 
tank, 580; miscellaneous, 1,927. 


Canadian roads reported a surplus of 45,085 cars, made up 
of 38,900 box, 1,975 auto and furniture, 1,250 flat, 900 gondola, 
1,200 S. D. stock, 175 refrigerator and 685 miscellaneous cars. 


ROLLING STOCK ADDITIONS 


Class I railroads of the United States in the first three 
months of 1932 placed in service 1,079 new freight cars, accord- 
ing to the car service division of the American Railway Ass0- 
ciation. In the same period last year, 3,855 new freight cars 
were placed in service. 

Of the new freight cars installed the first three months 
this year, 299 were box cars, while there were 432 new coal 
cars installed. In addition, there were installed in the three 
months’ period this year 172 refrigerator cars and twenty mis- 
cellaneous cars. 

The railroads on April 1 this year had 2,974 new freight 
cars on order, compared with 7,516 on the same day last year. 

The railroads also placed in service in the first three 
months this year, three new locomotives compared with 34 
in the same period in 1931. 

New locomotives on order on April 1 this year totaled 36 
compared with 86 on the same day last year. 

Freight cars and locomotives leased or otherwise acquired 
are not included in the above figures. 





The Tae Cl ———$—$—$ = 


FOR YOUR TRANSPORTATION 


Here is a world-famed industrial region right in the heart of the iron, 
steel and coal industries, served by a perfect network of railroads and 
dap waterways—the result of 150 years of progressive industrial 
development—offering a direct short cut to a great market of 43,000,000 
people within a radius of 500 miles, including a primary market of 
2,500,000 in the metropolitan district alone. 


Along the lines of the Montour R. R. are numerous desirable factory 


sites that would be most satisfactory for your branch 


factory or warehouse. Let us tell you about them. ye 
‘ 
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Doings of the Traffic Clubs 





The spring meeting of the Jamestown (N. Y.) Traffic Club 
will be held June 2, in connection with formal opening and 
dedication of a new Erie passenger station at Jamestown. Cere- 
monies will be followed by a dinner meeting at the Hotel James- 
town, at which the speakers will be Mayor Samuel A. Carlson, 
C. E. Denney, president of the Erie; C. C. Howard, passenger 
traffic manager, and other departmental heads of the railroad 
and city government. James A. Cleveland has been elected 
president of the club and O. M. O’Dell, secretary-treasurer. 





The Women’s Traffic Club of Chicago held its monthly 
business meeting in the rooms of the Traffic Club of Chicago at 
the Palmer House May 2. In addition to a showing of a set 
of slides depicting early and modern Chicago, which the club 
is preparing, talks were given by James Phane, general manager 
of the foreign traffic department, American Express Company, 
New York, and H. J. Rohling, traffic manager, Bemis Bag Com- 
pany. 





The Denver Commercial Traffic Club at its meeting April 
20 elected officers for the ensuing year. 
A. R. Thompson, “Tommy” to his 
friends, was chosen for president. He 
is traffic manager for the Carter, Rice, 
and Carpenter Paper Company, whole- 
sale paper merchants. He is 43 years 
old and has a wife and three sons. He 
likes to hunt and fish and during the 
trout season he is likely to be found 
with his family in the mountains along 
some favorite trout stream. He gained 
his traffic education through the Y. M. 
C. A. night school several years ago. 
Erl H. Ellis, a railroad attorney, was 
the instructor at that time. His mem- 
bership in the club has been invaluable, 
he says, as a large part of every reg- 
ular meeting is devoted to discussions 
of traffic problems. One of his first du- 
ties as president of the club will be to 
help arrange the program for the meeting of the Central West- 
ern Shippers Advisory Board at Trout-Dale-In-The-Pines near 
Denver, June 20-21. 











The Indianapolis Traffic Club has accepted an invitation 
to have luncheon with the Caravan Club May 12 at Murat 
Temple. C. A. Ritchie, B. & O., will give an illustrated talk, 
showing slides of Washington, D. C. A golf tournament will be 
given at Speedway course May 20. 





The Traffic Club of Chicago Bowling League held its annual 
meeting at the Palmer House May 6. Numerous prizes for win- 
ners in the tournament of the current season have been pro- 
vided. : 





Tom Horricks, secretary of the Minnesota Truck Owners’ 
Association, spoke on “The Motor Truck of Today” at a luncheon 
of the Transportation Club of St. Paul at the Hotel Lowry 
May 3. 





“My Experiences in Russia’ was the subject of a talk by 
Thomas J. Lee at a luncheon of the Onlahoma City Traffic Club 
at the Skirvin Hotel May 2. 





At a luncheon of the Traffic Club of Kansas City at the 
Hotel Muehlebach May 2 Dupuy G. Warrick, local attorney, was 
the speaker. A golf tournament will be held at Chevy Chase 
Golf Club May 14. 





The Traffic Club of Minneapolis held its last meeting of the 
spring season at the Nicollet Hotel May 5. The meeting was 
designated “Washington Day” and was under the auspices of 
the Twin City Women’s Traffic Club. Mrs. Manley Fosseen was 
the speaker. 





Charles E. Cotterill, commerce attorney, was the principal 
speaker at a “1930 Class Night” program of the Alumni Asso- 
ciation of the Traffic Managers’ Institute of New York April 29. 
His subject was 


“Present Conditions Affecting Railroads of 
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the United States.” Two reels of moving pictures were show 


Hl 
through the courtesy of the Export Fibreboard Case Association 


A vaudeville act, community singing and refreshments we, 
also a part of the program. There was an attendance of about 


one hundred. 





The May meeting of the Omaha Traffic Club will be in th 
form of a golf tournament at the Lakewood Country Club May 
19. Ben C. Simpson, chairman of the golf committee, wil] jp. 
in charge. 





Traffic conditions and peculiarities of the southwest wer. 
discussed by George C, Smith, general traffic manager, M.K.7 
Lines, St. Louis, at a meeting of the Birmingham Traffic ang 
Transportation Club at the Bankhead Hotel May 3. 





W. C. Kendall, car service division, American Railway Aggo. 
ciation, Washington, D. C., was the speaker at the luncheg, 
of the Traffic Club of Atlanta at the Atlanta Athletic Club May 
2. Entertainment was provided by the Traffic Club Quartette, 4 
barbecue will be given at the Central of Georgia Industry Yar 
May 7. There will be athletic events and prizes. 





At its annual election the Traffic Club of Sioux City electeg 
the following officers: President, J. F. Haskins, traffic manager, 
Sioux City Brick and Tile Company; vice-president, 0, ¢ 
Scherer, division freight and passenger agent, North Western; 
secretary-treasurer, S. M. Brooks, Union Pacific; directors, Free. 
man Bradford, E. L. Peterson, R. E. Gillespie, E. A. Lund, N, E, 
Capwell, Frank Higgins, G. R. Norton, and Frank Riaski, 





“Solicitors’ Night” will be observed by the Pacific Traffic 
Association at the Palace Hotel, San Francisco, May 10. A 
committee headed by Mel Lyons, Western Pacific, is in charge 
of the program. 





M. M. Goodsill, general passenger agent, Northern Pacific 
Railway, St. Paul, Minn., was last week, at the convention of 
the Associated Traffic Clubs of America, elected a director in 
that organization. This fact was stated in The Traffic World 
report of the convention, but a typographical error made the 
statement unintelligible. 





The monthly meeting of the Junior Traffic Club of Chicago 
was held at the Palmer House May 5b. 





J. Fred Hull, member of the Missouri Public Service Com- 
mission, will be the speaker at a meeting of the Traffic Club of 
St. Joseph May 10. Dinner will be served. 





At the weekly luncheon of the Traffic Club of Wichita at 
the Innes Tea Room April 28, C. J. Chandler, vice president, 
First National Bank of Wichita, spoke on the Reconstruction 
Finance Corporation. A “cabaret stunt’ was presented by Bob 
Young, chairman of the entertainment committee, at a luncheon 
at the Innes Tea Room May 5. 





The Junior Traffic Club of Minneapolis held a meeting at 
the Nicollet Hotel April 25. The program was sponsored by 
the Santa Fe and consisted of musical numbers, showing of 4 
moving picture and a lecture, accompanying the picture, by 
Judge William E. Kopplin, Chicago. Ladies were invited. 





The first annual dinner of the Canadian railways division 
of the Transportation Club of Toronto was given at the Royal 
York Hotel April 21. The Canadian Minister of Railways and 
Canals, R. J. Manion, spoke on “The Transportation Situation 
in Canada.” Among other things, he warned Canadians that, 
unless the St. Lawrence waterway were developed, traffic now 
going down the St. Lawrence to Montreal would be deflected 
to United States routes. In connection with a general outline 
of the Canadian railroad situation he expressed the view that 
the Canadian National would never be able to pay its debt to 
the government. Attorney-General W. H. Price introduced Dr. 
Manion, and C. La Ferle, president of the club, presided. 





Transportation problems inherited from the establishment 
of competitive lines in the early life of the city were outlined 
to the Traffic Club of New Orleans by E. S. Myers, N. O. Pub 
lic Service, Inc., at the bi-monthly luncheon May 2. Parallel. 
ing lines will be discontinued by the company under preselt 
plans as a means of concentrating patronage on the preferred 
lines. Figures quoted showed that in 1912 the street railways 
company carried 96 per cent of those entering the commerci 
district, while in March, 1932, but 33 per cent paid street cal 
fares. Mr. Myers told the traffic men the days of monopoly o 
urban transportation by street railways had gone, never to I 
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An announcement and a challenge 


to the Executive who 


Thinks He's All Set 





HE time has come to take the sugar off 
the pill—to examine the plain facts now 
confronting every type of executive. 

It takes no crystal gazer to tell us that the 
business crisis upheaved more than profits and 
dividends. Certainly the host of companies 
struggling desperately for existence—the army 
of executives marching from door to door, 
offering their services at 60—50—40 cents on 
the dollar—present a tragic picture. 

A short time ago these men would have 
gambled their last dollar they were set for life. 
Measured in terms of a bullish 1928, they 
were good. 

But business toboganned. Came problems— 
many of them strange to the present genera- 
tion of business men. Volume diminishing. 
Dividends vanishing. Overhead knifed to the 
core. Executives measured not by what they 
had done but by what they could now con- 
tribute. Those indispensable were retained— 
the others had to go. 


Today the ‘For Rent” sign hangs before the 
door of many an executive. What’s more—it is 
going to stay there until business is satisfied 
that the new tenant will measure up to the 
requirements of profitable business manage- 
ment as now defined. 


For management no longer can operate by 
“rule of thumb’’—on hunches, theories or pet 
judgments. The gravestones erected to thou- 
sands of mistakes in management during the 
past two years speak only too eloquently. 

Within the last decade tremendous strides 
have been made in placing management prac- 
tice upon a scientific basis. Out of experience 
and tests, principles have been determined 





which are almost as unerring in application as 
the law of gravity. And only to the degree in 
which men and companies understand and use 
these principles are they successful. 


Years ago we foresaw that the next major 
depression would not only be exceedingly 
serious, but that the gravest responsibilities 
would rest upon the shoulders of management. 
To meet the approaching crisis, we undertook 
what is undoubtedly the most far-reaching 
project in business training history. 

Imagine, if you please, the field of manage- 
ment activity—every phase of it—studied in 
its entirety, tested against the experience of 
business leaders, then checked by field work, 
and finally—codified and outlined like the 
sciences of law, medicine, chemistry! 

Interesting? Decidedly so. But wait. The 
Executive Management Institute has gone one 
step further. It has organized this material 
into a management training program, contain- 
ing these three vitally important divisions: 


A practical management refer- 
ence service. 


FIRST: 


SECOND: A personalized executive training 
based on present-day conditions. 


THIRD: 


A complete consultative service 
on all phases of management. 


This practical, dividend-paying service will 
not interest self-satisfied men nor those merely 
waiting for the return of prosperity. Indeed, it 
is not intended for them. But it is available to 
the forward-looking man—whether head of 
his own business or an executive in a great 
corporation—who knows he cannot afford to 
think he is all set. 

If you are willing to face facts, to examine 
the factors and forces under the sugar coating, 
you will enjoy a revealing brochure, just off 
the press, ““The Modern Executive.” Its con- 
clusions—charts—tables—deal with the situ- 
ation as it exists today. Merely make your 
request on the coupon below or on your 
letterhead. 


Modern Executive.” 


Name 
Address 


Position Fir 






EXECUTIVE MANAGEMENT INSTITUTE, Dept.595-A, 4101 S. Michigan Ave., Chicago 
I would like to have—without cost or obligation—your new brochure, “The 





Some of the outstanding 
executives whose experi- 
ences and counsel con- 
tributed to this executive 
training service: 


PERCY H, JOHNSTON 
President, Chemical Bank 
& Trust Co. 


CHARLES M. SCHWAB 
Bethlehem Steel Corpora- 
tion 


HENRY S. DENNISON 
President, Dennison Mfg. 
Co. 


GEORGE M., VERITY 
Chairman, American Roll- 
ing Mill Co. 


WM, R. BASSET 
Chairman, Miller, Frank- 
lin, Basset & Co. 


PAUL H. NYSTROM 


Professor of Marketing, 
Columbia University 


FRANK A, VANDERLIP 
Formerly President, 
National City Bank 


SAUNDERS NORVELL 
President, Remington 
Arms Co. 


JOHN N, WILLYS 
Chairman, Willys-Overland 
Co. 


EDWARD M. SKINNER 
Vice-Pres. and Gen. Mgr., 
Wilson Bros. 


H. PARKER WILLIS 
Formerly Secretary, Fed- 
eral Reserve Board 


H. A. HOPF 
H. A. Hopf & Co. 








Executive Management Institute 


A Division of La Salle Extension University 






















































HOUSTON 


offers 


SHIPPERS 


* 63 Steamship lines running 
regular schedules to every 
part of the world 


* 19 railroads moving to all 
parts of America 


* Low port charges 


* A Public Belt Railway that 


does your switching with- 
out the usual terminal 
delays and at minimum cost 


* A Port Bureau that is 


maintained to give shippers 
intelligent aid on any of 
their problems. 


PORT BUREAU 





REPRESENTATIVES 
HOUSTON 
J. RUSSELL WAIT H. S. CRAWFORD 
Manager Asst. 
T. P. BARTLE J.C. MAYFIELD 
733 Board of Trade Room 1600—10 East 40th St. 
KANSAS CITY NEW YORK CITY 
Bowling Green 9802 Ashland 4-6024 
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turn. Robert E. O’Rourke, club president, presided. pr 
Downs of the Illinois Central, will address the club at 
ing May 16. 





esidey 
& Meg 





At a meeting of the Traffic Club of Newark at the Chambe 
of Commerce Building May 2 H. T. Hoopes, general Manage 
of the Minnesota-Atlantic Transit Company, spoke on “{pj 
Knawing.” A debate between two members of the club Wa 
presented by the educational committee on whether it igs jp the 
public welfare that motor trucks, except those privately OWnes 
and used by the proprietary interests solely for their transpop.§ 
tation needs, be subject to reasonable regulation. In an effort 
to further the “fratenal side” of the traffic profession t, 
Traffic Club of Newark has written traffic clubs of Albany, y 
Y.; Baltimore, Md.; Bridgeport, Conn.; Brooklyn, N. Y.; Can, 
den, N. J.; Jersey City, N. J.; Lancaster, Pa.; New York, Ny. 
Philadelphia, Pa.; Springfield, Mass.; Providence, R. I.; Stay 
ford, Conn.; Trenton, N. J., and Wilmington, Del., inviting 
them to participate in a series of baseball games. The lette 
signed by O. L. Chapin, in part, follows: 






































The Traffic Club of Newark has organized a baseball team fy 
the coming season, composed of members of the club, which, we 
think, will get by, provided all the charley horses, stiff muscles and 
spavined joints come around all right. Of course the primary Object 
in organizing this team was to compete with the Traffic Club g 
New York and retain possession of the cup we won last year in, 
series of two games. 

However, we are getting ambitious or a swelled head or something 
because we would like to make arrangements to play a baseball tean 
representing your organization some time in the coming season, (j 
course we know we're in for a tough struggle, because we knoy 
there have been some pretty good ball players from your neck ¢ 
the woods and we think you may have some of them among th 
membership of your organization, including a number of old-timer 
who are still pretty good. 

There is nothing better than the great American game of bas. 
ball to foster the bonds of friendship between two brother trffia 
organizations, due to the friendly rivalry, together with the visita. 
tion of the teams and accompanying rooters to each other’s territory, 





“Traffic School Day” was observed by the Fort Worth 
Traffic Club at a luncheon at the Blackstone Hotel May 5, 
R. L. Carnrike, a former president of the club, spoke on “Trafic 
—Or What Have You?” 





Personal Notes 





T. W. Evans, vice-president of the Indiana Harbor Belt, the 
Chicago River and Indiana, and the Chicago Junction, has been 
named vice-president of the New York Central, the Michigan 
Central, and the Big Four, with headquarters at Chicago. 

J. W. Flannery, formerly assistant traffic manager, Frisco, 
at St. Louis, has been elected secretary of the Mississippi Valley 
Barge Line Company, at St. Louis. 

George Newland Brown, a practitioner before the Commis. 
sion from 1922 to 1929, when he retired, died at his home il 
Washington May 1, aged 73 years. He was a member of the 
Commission’s staff from 1906 to 1922 when he retired to prac 
tice before the Commission. He served as chief examiner il 
the period of his service. In his young manhood he was a 
newspaper man. Andrew H. Brown, traffic man for the Cleve 
land Chamber of Commerce, also a practitioner, is his son. 

W. A. Wholey has been appointed assistant general agell, 
Chesapeake and Ohio and the Pere Marquette, at Pittsburgh. 

F. G. Gurley has been appointed assistant to vice-president, 
Burlington, with headquarters at Chicago, succeeding F. lL 
Johnson, who has retired after more than fifty-five years o 
service. F. R. Mullen has been appointed general superl 
tendent of lines west of the Missouri River, with headquarters 
at Lincoln, Neb., succeeding Mr. Gurley. S. L. Fee has beel 
appointed superintendent of the Omaha-Lincoln divisions, with 
headquarters at Lincoln, succeeding Mr. Mullen, and H. C. Mur 
phy has been appointed superintendent of the Alliance-Sterling 
divisions, with headquarters at Alliance, Neb., succeeding Mr. 
Fee. J. A. Connell has been placed in immediate charge of the 
land department. 

T. B. Hamilton, vice-president of the Pennsylvania at Chi 
cago, has retired after more than forty-three years of service” 
with that line. He is sixty-six years old and entered service 
of the company as a rodman with the engineering corps at 
Louisville in 1888. 

Henry W. De Forest and Walter Douglas, of New York Citi 
were elected to the board of directors of the St. Lovis South 
western Railway at the annual stockholders’ meeting in St 
Louis May 4. They succeed Frank Bailey and William M. Grevé 
who, having sold their financial interests in the company, asked 
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to be dropped from the board. The seven other member; 
the board were reelected. The board is now comprised ; 
follows: W. W. Cumberland, Henry W. De Forest, Walter Dov 
las, Frank M. Gould, Hale Holden, A. D. McDonald, Waite; ; 
Meyer, Alfred H. Swayne and Daniel Upthegrove. 


__ Colonial and central divisions of American Airways, Ine 
will be consolidated, with headquarters at St. Louis, it is » 
nounced. Colonel Halsey Dunwoody, vice-president, wil] be iy 


charge. 




























The following changes in the official personnel and ters 
torial divisions of the operating department of the Baltimon 
and Ohio have been announced by C. W. Galloway, Vice-preg 


dent in charge of operation and maintenance: C. W. VanHom 
general manager of eastern lines, with headquarters at Balt. 
more, Md., succeeding E. W. Scheer, who was elected Vice 
president of the Reading Company April 28; F. B. Mitchel} 


general manager of western lines to succeed Mr. VanHom: 
R. B. Mann, assistant general manager of western lines at Cin. 


cinnati, from his former position of general superintende 
Newest Inland the southwest district; positions of general superintendent ‘ 
both the northwest and southwest districts abolished, and th 
. St. Louis and Ohio divisions consolidated as the St. Louis diyj 
ort t antic eaport sion. That part of the territory formerly operated as the Ohi) 


division will hereafter be known as the Ohio sub-division ¢ 


the St. Louis division. W. C. Baker will be the superintendey ¢ 

of the St. Louis division, with headquarters at Cincinnati. Th 
Within 250 miles there reside :— Toledo and Indianapolis divisions are consolidated as the Th 

ledo division. That part of the territory formerly operated 4 
One-third of the population of the United States. the Indianapolis division will hereafter be known as the Ini. 


anapolis sub-division of the Toledo division. A. A. Iams yil 


The richest producing population in the United be superintendent of the Toledo division, with headquarters 4 


States. Dayton, O., and M. V. Hynes will be assistant superintendent, 
The greatest consuming population in the United with headquarters at Indianapolis. 
States. E. B. Tullis, general freight agent, Baltimore and Ohio, 


Chicago, died May 3. 


C. P. Bowsher has been appointed general freight agent, 
Missouri-Kansas-Texas, with headquarters at St. Louis. C. L, 
Lyons has been appointed general freight agent at Kansas City. 
He will continue to have supervision over perishable trafic 
solicitation, in addition to his new duties. 


D. H. Streett has been appointed general eastern agent, 
Monon, succeeding P. C. Patterson, who died. F. G. Cronin 
has been appointed division freight agent at Chicago, succeet- 
ing Mr. Streett. H. F. Oehlschlaeger has been appointed gen 
eral agent at Cincinnati, succeeding Mr. Cronin. Walter .® 
Smith has been transferred to traveling freight agent at Cin- 
cinnati, the position of commercial agent at New York having 
been abolished. 


Vernal E. Lawrence has been appoined traveling freight 
agent, Milwaukee, with headquarters at Omaha, succeeding W. 
F. Powers, who died. 


The United States Steel Corporation has announced the 
appointment of Charles S. Belsterling, a practitioner before the 
Commission, as a vice president of that corporation. He has 
been general commerce attorney of the corporation since 1914, 
a member of the bar in New York and Pennsylvania and of the 
Supreme Court of the United States. 


Frederick N. Finch, general superintendent of the Oregon 
Washington Railroad and Navigation Company, has been 4} 
pointed general manager at Portland, Ore., succeeding J. P. 
O’Brien, who has retired at the age of seventy, in accordance 
with the Union Pacific pension rules. Mr. Finch has been 4 
railroad employe since 1890. On April 26 a reception in honor 
of Mr. O’Brien’s seventieth birtliday was held by the O-W Old 
Harbor—30 ft. deep with 1,000 ft. turning basin; Timers’ Club No. 1, and he was presented with an automobile 
143 miles from sea. on behalf of the club. Attendance at the an sae 

= . . more than a thousand, among those present being Car Y; 
Channel—27 ft. deep; in unobstructed tidal river. | president of the Union Pacific; C. B. Seger, chairman of the 
Docks—4,400 ft. with shipside trackage. board, and vice-presidents William M. Jeffers and J. L. Haugh. 


Sheds—Sprinkler protected fireproof construction. L. W. Bade, assistant passenger traffic manager, Wabash 
has been transferred from St. Louis to Chicago. H. L. Piso 
Assistant general passenger agent at Chicago, has been tras 





Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 4 ferred to Detroit, succeeding F. D. Hammer, resigned. 
roads serves water front. U. S. Pawkett, traffic manager of the San Antonio Freight 
Industrial Area—pavement, water, sewers, power Bureau, died at his home in San Antonio, Texas, April 17, afte 
and rail facilities. an illness of more than two months. He was sixty-five yeal 
old, having been born at St. Francisville, Ill., in 1866, and Ww 
For complete information address: well known in the traffic profession. He was connected with 
; a number of railroads, among them the Illinois Central sn 

2 oat ternational and Great Northern, prior to organizing the 

Albany P ort District Commission Worth Freight Bureau, of which he was the first traffic mat 


ager. He was also the first traffic manager of the San Anton 
Albany, N. Y. Freight Bureau, organized in 1916, which position he held at 
the time of his death. 


74 Chapel Street, 
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What is the 


RECONSTRUCTION 


) Finance Corporation 
Doing? 


It is acting as a great 


discount bank, and is loaning over $7,000,000 a day 


HESE loans are made to every part of the United States through com- 
mercial banks, savings banks, trust companies, joint stock land banks, Fed- 
eral intermediate credit banks, agricultural credit corporations, live stock credit 
corporations, and to the railroads, building and loan associations, mortgage loan 


companies, and insurance companies. 

* The applications come in through the 33 branches and are carefully inspected 
locally as well as in Washington. But action is rapid, and one day’s operations 
will take in many of the above avenues of distribution in most sections of the 


country. 


The amounts loaned vary from a few thousand dollars to several millions, 
and due consideration is given the necessity of each case. 


WHAT ARE THE CHANGES IN THE ECONOMIC PICTURE? 


HROUGH the Reconstruction Finance Corporation, 

the enlarged powers of the Federal Reserve System, 

the campaign against hoarding, and the United Action for 
Employment, great fundamental changes have developed. 
Beginning in the summer of 1931 with the financial 
crisis in Germany, followed by the suspension of gold 
payments in England, a tremor of fear went through the 
entire world. The shock manifested itself in America by 
enormous gold withdrawals on the part of foreign central 
banks which had been leaving their money on deposit with 
us for years. Bank failures increased rapidly in this coun- 
try as a result of the financial excitement, which en- 


couraged the hoarding of currency and the sale of 
securities, 

This picture is now changed. Money is being returned 
to circulation. ‘The resources of banks that failed in 
March are about equalled by the resources of the banks 
that reopened. People are becoming impatient with any- 
thing which is obstructing the return to normal trade and 
normal living. The dollar is able to buy more in mer- 
chandise, services and securities than it has for many 
years. The active dollar is the only dollar that is val- 
uable, and it is now putting its more slothful neighbor to 
shame. 


THE NATIONAL PUBLISHERS’ ASSOCIATION 


‘“‘As the most nearly self-contained nation, we have within 
our own boundaries the elemental factors for recovery.”’ 


(From the Recommendation of the Committee on Unemployment Plans and Suggestions of the President’s Organization on Unemployment Relief) 
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7 oF THE 18 


RAILROADS 
THAT MEET THE SEA AT 


HOUSTON 
ARE 


MISSOURI PACIFIC 
LINES 


One of the greatest man- 
made ports in the world 
... The largest city in the 
“Lone Star State”... Here, 
linking Houston to the 
Gulf, 50 miles away, is 
the famed ship channel 
that has made Houston 
one of the greatest of the 
American ports and the 
foremost cotton port of the 
country. 


Houston is one of the gate- 
way cities to the resort and 
agricultural sections of the 
Texas Riviera and the 
Valley of the Lower Rio 
Grande... Missouri Pacific 
Lines freight and passenger 
service radiates from 
Houston 


DEPENDABLE 

FREIGHT AND 

PASSENGER 
SERVICE 


MISSOURI 
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NORTH 

Via two routes to Little Rock, 

Memphis, St. Louis, with con- 

nectionsto the northand eastand 

to Colorado and the Pacific Coast 
WEST 

To San Antonio, Austin, Waco, 

Ft. Worth, Dallas, Arizona and 

Southern California 

SOUTH 

To Galveston, Corpus Christi, the 

Rio Grande Valley and Mexico 


EAST 
To Beaumont and New Orleans 


Seta? 


“A SERVICE INSTITUTION ” 





PACIFIC STAGES 


Auxiliary to Missouri Pacific Lines 
BUS SERVICE NORTH - SOUTH - EAST-WEST 


DOCKET OF THE COMMISSION 


May 9—New Orleans, La.—Director Bartel: 
Ex Parte 104, part Il—Terminal services (further hearing), 


May 9—Greensboro, N. C.—Examiner Snider: 
22083—W. I. Anderson & Co. et al. vs. Southern Ry. et al. (furth 
hearing) solely for purpose of determining amount of reparati, 
due parties under the findings). 
20928—Froeber-Norfleet, Inc., et al. vs. Southern Ry. 


22645—W. 


L. Brogden 


Co, et al. 


Vs. 


Vol. XLIX, No 


Southern Ry. et al. 






(furthe 


hearing, solely for purpose of determining amount of Teparatigy 
due complainants under findings in these cases). 
1. & S. 3725—Bones from, to and between southern points, 


May 9—Minneapolis, Minn.—Examiner Johnson: 


3—Minnesota Valley Canning Co. vs. Alton R. R. 


May 9—Albuquerque, N. M.—Examiner Haden: 


1. & S. 3719 (and 
Tex., and N. M 


May 9—York, Pa.—Examiner Cassidy: 
21224—-Pfaltzgraff Pottery Co. vs. Pa. R. R. 
for purpose of determining amount of reparation due complainant 
under findings in this case.) 
a! 9—Los Angeles, Calif.—Examiner Sullivan: 
inance No. 9212—Application of S. D. & A. Ry. for authority t 


acquire the railroad and oo of San Diego & 
and to issue and assume o 


(Furth 


et al, 


ist supplemental order)—Dry hides from R) Pasy 


er hearing, Solely 


Ariz, Ry, 


ligations in respect of securities, 


Finance No. 9213—Application of Southern Pacific Co. for authority 


to acquire control of S. 


D. & 


A. Ry. and to assume obligation 


and liability in respect of equipment trust certificates of §, D, 4 


A. By. 


May 9—New York, N. Y.—Examiner Mackey: 
24954—Carolina Power & Light Co. vs. Pa. R. R. et al. 
24893—Phoenix Utility Co. vs. Pa. R. R. et al. 


May 9—Greensboro, 


N. 


C.—Examiner Snider: 


* 1, & S. 3725 (1st supplemental order)—Bones from, to and betwee 
southern points. 


Ma 
1 


9-14—Los Angeles, Calif.—Examiners Stiles and Parker: 
, part 9—Rate structure investigation, western district raty 


(and cases grouped therewith) (further hearing). 


ney 10—Helena, Mont.—Examiner Disque: 
25135—Increases in intrastate freight rates and charges (part 1- 
Montana). 


May 10—Minneapolis, Minn.—Examiner Johnson: 


24742—Truax Traer Coal Co. vs. B. F. & 


May 10—New York, N. Y.—Examiner Mackey: 


25056—Geo. Allison & Co. et al. vs. N. S. R. 


R. et 


25024—Federated Metals Corp. vs. Pa. R. R. et al. 


May 10—Washington, D. C.—Examiner Armes: 


I. F. Ry. et al. 


al. 


' |... & S. 3686 (and 9 supplemental orders)—Cotton, woolen and knit- 
ting factory products between interstate points. 


24139—N. C. Corporation Commission et al. vs. 


A. 


& W. Ry. et al 


24140—N. C. Corporation Commission et al. vs. A. & R. R. R. et al. 


24901—-National Assn. of Cotton Mfgrs. vs. B. 


& 


M. R. R. et al 


Fourth Section Application No. 14336—Dry goods in south (adjourned 
hearing). 


May 10—Williamsport, Pa.—Examiner Cassidy: 
25119—Cromar Co. vs. A. C. L. R. R. et al. 


Mey 11—Washington, D. C.—Division 6: 
x 


Parte 106—Six-hour day investigation. 


May 11—Washington, D. C.—Examiner Curtis: 


(In re effect upon oper- 
ation, service and expenses of applying the principle of a six-hour 
day in the employment of railway employes.) 


24996—D. A. Stickell & Sons, Inc., vs. Alton R. R. et al. 


May 11—Greenville, S. C.—Examiner Snider: 


19898—Western Carolina Shippers’ Assn, et al. vs. A. S. Ry. et al 
(Further hearing solely for purpose of determining amount o 
(reparation due parties under findings in this case.) 


Ma 


11—Pittsburgh, Pa.—Examiner Colvin: 


Amiesite Corp. et al. vs. A. C. & Y. Ry. et al. 


May 1 — . 
25086—Range 


aper 


May 11—Tulsa, Okla.—Examiner Simons: 
23711 (and Sub. 1 and 2)—Dawson Produce Co. vs. F. E. C. Ry. et al 


May 11—Washington, D. C.—Commissioner Mahaffie and Examiner 
Mohundro: 
25000—In the matter of loading and unloading freight by means ot 
hand cranes, electric cranes, electric gantry cranes, locomotivt 
cranes, derricks and by other means. 

& S. 3684—Use of cranes at Penns Ae oy R. R. stations. 
avis: 
Finance No. 9341—Joint application of Southern Bell Telephone & 
Telegraph Co. and Dyer Home Telephone Co. for a certificate 
that the acquisition by the former company of the properties of 
the latter company will be of advantage to the persons to whom 


Bs 
May 11—Washington, D. C 


service is to be rendered and in the public interest. 
Finance No. 9342—Joint application of Southern Bell 


.—Examiner 


Minn.—Examiner Johnson: 
Co. vs. D. M. & N. Ry. et al. 


Telegraph Co. and Gibson County Telephone Co. 
that the acquisition by the former company o 


of the latter company will be of advantage to the person 


Telephone & 
for a certificate 


f the properties 
s t0 


whom service is to be rendered and in the public interest. 


May 11—New York, N. Y.—Examiner Mackey: 
25009—-Federal Seaboard Terra Cotta Corp. vs. 


May 11—Argument at Washington, D. C.: R 
Finance No. 3628—Excess income of Bath & Hammiondsport R. » 


May 12—Jamestown, N. Y.—Examiner Cassidy: 


25077—Jamestown, Y., Chamber of Commerce et al. 


& N. W. 


May 12—Argument at Washington, D. C 
1. & S. 3659—Potato rates in W. T. L. 
24733—Board of Railroad Commissioners of State of S. D. Vs 

S. F. Ry. et al. 


T. & 


N. 
R. R. et al. 


May 12—Tulsa, Okla.—Examiner Simons: 
1. & S. 3697—Clay from southwestern points. 


25195—Continental Oil Co. vs. I.-G. 


May 12—New York, N. Y.—Examiner Mackey: 
24986—National Cellulose Corp. et al. vs. B. & 


N. R. 


May 13—Argument at Washington, D. C.: 


22206 (and Subs. 1 to 52, incl.)—Penn Oil Co. vs. A. T. & 


et al. 


R. 


Pa. 


: ‘territory. 


et al. 


M. R. 


R. R. et al. 


vs. J, W 


A 


R. et al. 
Ss. F. By. 
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Manufacturers, Investigate Port of Stockton 


California’s New Inland 
Waterway... 









(furth 
Paratig 





(furthey 
ALA tiog 











l. 


1 Paso i 





| . 40 y, Located 90 miles from the Golden 
, S0lely | WY, 3} | vl G x Gate. 


lainany 











Serves entire Central Valley and 
part of Nevada. 
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10,000 acres available for waterfront 
industrial sites. 















24 miles potential waterfrontage. 


Public belt line, owned by city, 
under construction. 





YOSEMITE 
NATIONAL 
PARK_ 
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Stockton is served by three trans- 
continental railways. 
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Get the facts in detail—write 


CHAMBER OF COMMERCE 
DIRECTOR OF THE PORT 


Stockton, California 
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yper- 
hour WHERE WATERWAY — RAILWAY — HIGHWAY MEET 


From 


When you route your shipments via 
the American Mail Line President 
Liners you can be sure that they will 
arrive at destination in perfect con- 
dition and in the shortest possible 
time. No shipment too large . . . none 
too small. Every alternate Tuesday a 
President Liner arrives in Seattle from 


the Orient, every other Saturday one 
leaves for the Orient. 


Supplementing this is a fleet of express 
cargo liners with frequent _sailings to 
Japan, China and The Philippines. 
For full information apply desk No.6 


\* j eS 32 Broadway 
5 <li ll oi ; 1714 Dime Bank Bldg 
110 S. Dearborn St 
Union Trust Bldg. 


General Freight Office 
Cars, Barge or Truck ’ 740 Stuart Building...............Seattle 


Situated to load and unload directly from rail, water and motor 
carriers, Mead Johnson Terminal affords shippers an efficient K 
means for storage in transit or prompt distribution to a wide area. 

rite for rates and full particulars. 


MEAD JOHNSON TERMINAL CORPORATION = MAIL LINE 


. J. D. Beeler, Vice Pres. and Gen. Mar. oe in 22 P t your service 
1830 West Ohio Street HenenGie, tedlions S 76 offices in 22 countries at your s 
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High Speed 
Weekly Service 





To Havre 





ALTIMORE Mail liners, operating at sixteen knots 
speed, sail every week from Baltimore and Hampton 
Roads to Havre and Hamburg, provide unexcelled 

nine-day freight service from the United States to France, 
which is an important importer of agricultural implements, 
contractors’ and road-builders’ machinery. 


Such shipments reach France more quickly and at less 
expense. via the Baltimore Mail Line. To Baltimore and 
Hampton Roads rail rates are lower from the Mid-west and 
South. Consignments are transferred direct from car to 
ship without any extra cost even for heavy packages. 
Rail rates cover delivery to ships whether in single units or 
carloads—no cartage or lighterage charges. 


20% reduction in passenger fares—new mini- 
mum rate one-way $90—round trip $171. 


BALTIMORE MAIL LINE 


Baltimore Trust Building 


Plaza 5260 
BALTIMORE MARYLAND 
NEW YORK CITY NORFOLK, VIRGINIA 
1 Broadway 111 E. Plume Street 
Digby 4-5800 Norfolk 25303 
CHICAGO, ILLINOIS ST. LOUIS, MISSOURI 


1100 Locust Street 
Main 1190-1191 
DETROIT, MICHIGAN 


905 Majestic Building 
Cadillac 1635-1636 


180 N. Michigan Boulevard 
Randolph 6840 
PITTSBURGH, PENNSYLVANIA 


434 Oliver Ave., Union Trust Bldg. 
Atlantic 0333 
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22222 (and Sub. 1)—Refiners’ Oil Co. vs. A. C. & Y. Ry. et al, 

— = Sub. 1 to 24, incl.)—Shaeffer Oil Co. vs. M.-K.-T, p R 
et al. a 
16534 (and Sub. 1)—National Refining Co. et al. vs. C. C. c.g St 

L. Ry. et al. 1 

16532—American Petroleum Co. vs. C. C. C. & St. L. Ry. et al, 

May 13—St. Paul, Minn.—Examiner Disque: 

25135—Increases in intrastate freight rates and charges (part f 
Minnesota). 


May 13—Austin, Tex.—Examiner Mattingly: 
——e in intrastate freight rates and charges (part 1)_ 
exas). 
May 13—Atlanta, Ga—Examiner Snider: 

1. & S. 3706—Watermelons from, to and between southern points 

1. & S. 3707—Fruits to, from and between southern points, | 

22268—Tri-State Traffic Co. vs. I. C. R. R. et al. 

F. S. App. No. 14614—Filed by Agent Tilford, for authority to ¢. 
tablish and maintain rates on watermelons, carload, between points 
in southern territory on one hand and points in New England 
and Trunk Line territories, etc., without observing the provisions 
of the fourth section. (In connection with I. & S. Dkt. No. 3795) 

25082—Augusta Fruit & Produce Co. et al. vs. A. C. L. Ry. et aj 

May 13—Steubenville, O.—Examiner Colvin: 
120—American Vitrified Products Co. et al. vs, A. & A. RR 
Corp. et al. " 
25171—American Vitrified Products Co. et al. vs. A. & W. Ry. et al. 
May 13—Minneapolis, Minn.—Examiner Johnson: 
24989—W oodrich Construction Co. vs. G. N. Ry. 


May 14—Argument at Washington, D. C.: 

1. & S. 3561 (and ist sup.)—Dried beans and peas from Rocky Moun. 

tain states to southwestern territory. 

21144—Williamson-Halsel-Frasier Co, et al. vs. O. S. L. R. R. et al, 
May 14—Omaha, Neb.—Examiner Witters: 

Fourth Section Application No. 14583, filed by F. A. Leland. 
May 16—Omaha, Neb.—Examiner Witters: 

24995 (and Sub. 1)—Fairchild Clay Products Co. vs. A. T. & SF 

y. et al. 


May 16—Chicago, Ill.—Examiner Fuller: 
1. & S. Dkt. No. 3727 (and 2nd Sup. orders)—Canned goods eastbound 
from Pacific coast. 
May 16—Argument at Washington, D. C.: 
23791—Keystone Steel & Wire Co. vs. C. & N. W. Ry. 
23148—Albertson & Co., Inc. et al. vs. A. C. & Y. Ry. et al. 
23628—Wyeth Hardware & Mfg. Co. et al. vs. A. T. & S. F. Ry. etal, 
24274—-Southern Traffic Service, Wilmington, N. C., for Southern 
Junk Co., vs. Clyde S. S. Co. et al. 
May 16—Chicago, Ill.—Examiner Johnson: 
-- = 3661 (and ist supplement)—Iron or steel pipe in W. T. L. 
erritory. 
25209—Babcock & Wilcox Tube Co. et al. vs. A. & W. Ry. et al. 


May 16—Ft. Dodge, Ia.—Examiner Clifford: 
24739—Farmers Grain Dealers’ Assn. of Ia. et al. vs. A. T. & SF, 


Ry. et al. 
25075—Adel Oil Co., Adel, Ia., et al. vs. A. V. I. Ry. et al. 
May 16—Los Angeles, Calif.—Examiner Haden: 
25038—Chris Larsen et al. vs. D. & R. G. W. R. R. et al. 


May 16—Watertown, N. Y.—Examiner Cassidy: 
24869 (and Sub. 1 to 3, incl.)—Newton Falls Paper Co. vs. N. Y. C. 


R. R. et al. 

24869 (Sub. 4)—Pawtucket Glazed Paper Co., Inc., vs. N. Y. N. 
& H. R. R. et al. 

May 16—Pocatello, Ida.—Examiner Sullivan: 

Finance No. 9096—Application O. S. L. R. R. for permission to 
abandon a line of railroad between Talbot Jct. and Talbot, Ida. 

May 16—Dallas, Tex.—ExXaminer Simons: 
13535—Consolidated Southwestern Cases (and cases grouped there- 
with) (further hearing). 
May 16—New York, N. Y.—Examiner Mackey: 
(and sub. 1)—Sullivan-Hayes Coal Co., Inc., vs. N. Y. N. 
& H. R. R. et al. 
25049—Julius Yudkin et al. vs. N. Y. N. H. & H. R. R. et al. 
May 16—Washington, D, C.—Examiner Weems: 
1. & S. 3736—Cement from Hudson, N. Y., to Mass. 
May 16—Galveston, Tex.—Director Bartel: 
Ex Parte 104, part II—Terminal services (further hearing). 
May 16—San Francisco, Calif.—Examiner Rogers: 

20769—In re charges for protective service to perishable freight 
(adjourned hearing). 

May 16—Lincoln, Neb.—Eaminer Trezise: 

25135—Increases in intrastate freight rates and charges (part & 
Nebraska). 

May 17—St. Louis, Mo.—Examiner Berry: 

Ex Parte 104, part 1—Railroad fuel (inquiry to be made of follow- 
ing carriers): Missouri Pacific R. R., Missouri-Illinois R. BR. 
St. Louis-San Francisco Ry., St. Louis, San Francisco & Texas 
Ry., Fort Worth & Rio Grande Ry., Missouri-Kansas-Texas R. R., 
Missouri-Kansas-Texas R. R. Co. of Texas, St. Louis-Southwest- 
ern Ry., St. Louis-Southwestern Ry. Co. of Texas, Terminal R. R. 
Association of St. Louis, 

May 17—Los Angeles, Calif.—Examiner Haden: ! 
24987—Standard Gypsum Co., Inc., et al. vs. A. T. & S. F. Ry. et # 


AMERICAN SHIPBUILDING 
American shipyards April 1 were building or under contrac! 
to build for private shipowners 81 vessels aggregating 174,087 
gross tons, compared with 84 vessels aggregating 228,967 gross 
tons on March 1, according to the Department of Commerce. 
Of the total ten were seagoing vessels of 1,000 gross tons and 
over. 


RAIL WAGE STATISTICS 
Class I railroads reported a total of 1,093,215 employes as 
of the middle of February and the total compensation was 
$132,038,534, according to compilations made from carrier reports 
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CALMAR LINE 


INTERCOASTAL SERVICE 


May 7, 1932 


pana an ig 


Distribution—Storage— 
Forwarding of 
General Merchandise PORTMAR 


S. N. LONG WAREHOUSE aE fear amas wien wae 
SAINT LOUIS, MISSOURI Th e O n ly DIRECT — 


Intercoastal Line 


Southern Steamship Company From Philadelphia, Pa. 


neer Steamship Line to Houston) . . 
OPERATING FAST FREIGHT SERVICE Calmar Steamship Corporation 


BETWEEN For Information regarding rates, etc., apply to nearest office: 


Philadelphia, Pa., and Houston, Tex. | | “3ztfsct, MoORMAc (0m NO EtAttt, ats it "Biter Com 


ig. 
Chicago, Iil., * i = Market Sts 


140 S$. Dearborn St. . 
SAILINGSs Detroit, Mich., 2001-2 Industrial Bk. Bidg. . -» 917 Board of Trade Bidg. 
Cal., 215 Market Street, 


New York, N. Y., 5 B way 
From Philadelphia . . Wednesdays and Saturdays ee be bee aie Seattle, Wash” 1619 Raliread Ave., South 
From Houston eocece Mondays and Thursdays Regular Piers 
Atlantic Coast Pacific Coast 
Low Rates Quick Dispatch Thru Package Cars Baltimere—Per 7, Port Coviasan, Wet Loe Angeles230-B Terminal Island 


GENERAL OFFICES: Aang Cesanto Terminal 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. Philadelphia—Pler 27-N, Reading Co. Seattle—Atlantie Dock Terminal 


NEW YORK TO OR FROM 
Send for Bulletin on 


3 NEW ELECTRIC LINERS New Invention. 


ALL 33,000 TONS IN SIZE H 3 oy WAS for Shipping Dept. 
$.$. CALIFORNIA S.S. VIRGINIA 25% SAVING ASSURED 


S.S. PENNSYLVANIA in Strapping ApplicationTime 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. ’ 7 . . 
Regular fortnightly sailings. 18 Days Coast-to-Coast in A NEW Signode Unit has just been invented 


either direction. Thoroughly modern freight facilities and placed on the market. Tests with steel 
strapping under actual service conditions indicate 


and refrige i asse - : ont nage 
gerated storage. Luxurious P — at least a 25 per cent saving in application time 


modations. Special garage decks for carrying F . : 
. over old equipment. This new unit renders com- 
automobiles uncrated as baggage. pletely obsolete every other type of tool in use. 


els Check up today, ask for demonstration or new 
Proposed Sailing Dates Bulletin giving complete story. Signode Steel 


gins i. ‘ eumicee a — Strapping Co., 2613 N. Western Ave., Chicago, 
Pennsylvania, May 14;June25 Virginia... May 21;July 2 Illinois. New York Office, 364 Furman St., 
California . . May 28;July 9 Pennsylvania. June 4; July 16 Brooklyn, N. *Y. 
Virginia... June1l;July 23 California . . June 18; July 30 


and fortnightly thereafter 
* from 


Los Angeles #nd day following f 
fanama facifie Line “i SIGNODE = 


Sicnope Srezz Srrappmnc Co. 
2613 N. Western Ave., Chicago 


- 
INT ALL N EW STE AMERS * Send expert shipper to demonstrate your new unit. [] 
ERNATIONAL MERCANTILE MARINE COMPANY Send Bulletin on new unit. [] 


Pier 61 North River, New York Ci 1 Broadway, New Y 
(West 23rd St.) Tel, CHelses 3-0760 Tel. Digby ise 
cago, 180 North Michigan Ave. Street 
ce eate. + — eet . Baltimore Trust Bldg. 
‘anci » Market e Los Angel 5 le Spring St. 
Cleveland, 1000 Huron Road San Diese. 1080 Fou 8t. 
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TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
Commerce 


Departmental Service 
713 Mills Bldg. Sp e ci alists 


WASHINGTON, D. C. 


HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
te Rates—Consolidatiens and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


ATTORNEYS AT LAW 


Practicing HARRY C. AMES 


before the 
INTERSTATE sscarengpn lglg 


COMMERCE Fermerly Attorney and Examiner 


Interstate Cemmerce Commissien 
COMMISSION | transportation Bidg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 
Philcade Building, Tulsa, Oklahoma 


Oklahoma City Office, Petroleum Bldg. 


Washington Office, Southern Bldg. 


TARPAULIN 


Protect merchandise 
in transit with ‘“‘Shure- 
dry” or “Fultex” wa- 
terproofed tarpaulins. 
They offer the kind of 
service you like to re- 
ceive, 

Write our nearest 
plant for samples and 
prices on tarpaulins, 
roll duck, wiping 
cloths, laundry _ bags, 
ice crushing bags, 
meat cloths, etc. 


Valuation 
Experts 


S 


Fulton Bag & Cotton Mills 


Atlanta St. Louls Dallas 
Minneapolis Brooklyn New Orleans Kansas City, Kan 


THRU RATES 
AND 
DIRECT 


WATER 
ROUTE 


Bracow Fats 
‘ ? 
; SEYMOUR 
; 
4 Ansonia 
. Swen 2eray 
. -" 


{ W HaEye QNewHaven 


The Traffic World 


Cownecr/Cur 


Vol. XLIX, No, 4g 


by the Bureau of Statistics of the Commission. Compared wit, 
returns for the corresponding months of last year the summary 
for February, 1932, showed a decrease in the number of em: 
ployes of 223,279 or 16.96 per cent. The total compensation 
showed a decrease of $43,779,596 or 24.90 per cent. 


SIX-HOUR-DAY INVESTIGATION 


In Ex Parte No. 106, six-hour-day general investigation, the 
Railway Labor Executives’ Association has petitioned the Con. 
mission to enter an order including the express companies ang 
sleeping car companies in the investigation and to permit the 
Brotherhood of Railway & Steamship Clerks, Freight Handlers 
Express and Station Employes, the Order of Sleeping Car Con. 
ductors and the other organizations represented by petitioner ty 
be heard in the proceeding. The petitioner sets forth that the 
express company and sleeping car company employes were jp. 
cluded in the agreement entered into between the railroads ang 
their employes, January 31, 1932, under which the employes 
agreed to a 10 per cent reduction in wages, and that the giy. 
hour-day investigation was covered by that agreement. 


O’CONNOR REAPPOINTED 


President Hoover, March 6, nominated Chairman O’Connor, 
of the Shipping Board, for reappointment. 


EXPERIENCED TRAFFIC MANAGER desires connection. Dairy 
and produce line preferred. Is admitted to practice before Interstate 
Commerce Commission and can furnish the very best of references, 
Address L., I. S. 346, care Traffic World, Chicago, III. 


Merehandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


CROOKS TERMINAL WAREHOUSES 


Storage and Distributing of Merchandise of Every Description 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 


Storers, Distributors and Forwarders 
of General Merchandise 
175,000 Square Feet Floor Space 
Sprinkled Buildings 
Z Southern R. R. Siding  20c Ins. Rate 


Virginia Bonded Warehouse Corp. 
1709 East Cary Street 


QPuTnasg 


Stamford, Seuth Norwalk, Bridgeport 
From—"Noe Londen und Norwich, Com 


F. A., W. T. L., Inter- 
To—C.F.A., he Mountain, 
Via—CLYDE, OLD DOMINION, SAV. 
MALLORY and MORGAN S. S. 


THAMES RIVER LINE, INC. 


Pier 31 E. R. 
ERNEST E. FUCHS, Vice-Pres. 


; 
QWitimantic S0amerson 


| spe anng AO 
PF Srensme 
Si Jewerr Cir 
@WORWICH 


WESTERN WAREHOUSE 


Withir three 
wererouse 


track 


325 


space 


WESTERN 


W 


DOWNTOWN CHICAGO 


central retail and jobbing district; high grade modern 


400,000 square feet of floor space—light and clean 
space to lease 


blocks of Chicago's 
and terminal facilities 
‘or 360 cars; stocks carried for forwarding and distribution 


WAREHOUSING COMPANY 


E H. Hagel, Superintendent 


Polk St Chicago, il 





